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CARLOAD 
SPEED 


From New ENGLAND AND EASTERN STATES 
TO FRONTIER POINTS AND THE West 


Erie transfers |. c.|. shipments while the train is in the 
yards... the shipment goes out on the same train as 


though it were a carload 


RAILROAD SYSTEM 


= THE HEAVY DUTY RAILROAD = 
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“Saco” 


The Lincoln Tidewater Terminals are located 
twenty minutes from Broadway on the Passaic 
River, in the heart of the concentrated con- 
sumer market of New York and New Jersey. 
They are served by the Pennsylvania Railroad 
and the Lincoln Highway is at the door. The 
great Manhattan Produce Terminal is less 
than one-quarter mile away, and Waverly 
Transfer on the Pennsylvania Railroad is just 
east. There is daily truck and rail service to all 
destinations of importance in the area, over- 
night service to South Jersey, Pennsylvaniaand 
New England points, and daily barge service 
to New York City and Brooklyn coastal and 
intercoastal steamship piers. Through traffic 
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the Port of 


New Yo i 


rates apply via the Lackawanna Railroad 
and there are storage in transit privileges on 
the Pennsylvania both east and westbound. 

Four main warehouses and transit dock 
comprising 330,000 square feet of storage 
space, fully equipped with complete sprinkler 
system. Ten acres of land for open storage. 
All buildings and yards are served by our own 
railroad sidings, the trackage of which is in 
excess of five miles. The marginal wharf is 
1,400 feet long on the Government Channel, 
which is 300 feet wide with a minimum depth 
of 30 feet at mean low water, thus providing 
ample dockage for ocean-going cargo carriers. 

Write for detailed information and tariffs. 


LINCOLN 


TIDE WATER & 
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17 STATE STREET ~— 


SHIPPING ADDRESS 


NEW YORK CITY 


SOUTH KEARNY, N.J. 
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The Reputation of any Company | 
is the sum total of the IMPRES- } 
SIONS it has created: ) i 

aed 


Uniformly modern cars in sound 
condition create a GOOD im- | 


IEeSRRAEE pression on the customer. 
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ora. North American Tank and Re- 


frigerator cars ARE uniformly | } 
modern and in sound condition; | | 


therefore, it is evident that | 
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FLEETS OF FAST 
FREIGHT TRAINS 
LADEN WITH PER- 
ISHABLE FOOD 
PRODUCTS LEAVE 
THE WESTERN GATE- 
WAYS EVERY DAY 
VIA 





SO THAT YOUR SALAD 
WILL BE CRISP AND FRESH 
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the most wonderful train in the world 








‘ . and some mh —— ee 
of the things Three years ago —w es *) Ss et ay 
that make it so : . + = *. | 
ail Chesapeake and =] ¥ 
~~ . Ohio reached boldly f 
ec) “S. , jy} 
e494 into the future and 
‘wr ry . . = . . 
Only footstool and sl produced The George Washington—the first genuinely air-con- 
pers are ssing from this a ; 
en ee oe ditioned long-distance train. But air-conditioning was not its 
hairs, magazir and 
imps in the lounge cat sole contribution to travel comfort. Schedules permitted de- 


parture at a convenient break in the business day, arrival at a 
logical hour in the morning. In every detail—from the Colonial 
carpet to the collector’s prints on the ivory walls of the Tavern 
car, from the Duncan Phyfe chair at the dinner table to the 
cheerful lounge cars, from the simple buffet service to the taste- 
fully served dinner—The George Washington gave the world 
something entirely new in railroad transportation. Early Ameri- 
can in spirit, modern American in its democratic prices, The 


George Washington today carries forward the finest traditions 





An inviting dinner { of American taste and comfort. 
little as seventy-five 
cents . the best food 


that can be bought 
any market. 
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No need to deny your 
self between-meal snacks 


The ticket agent of any railroad can route you on 


the Chesapeake and Ohio. Insist upon it! 


Buffet service provides a 
ogical break or conclu 
on to pleasant hours in 


lounge car, 









— = — —— 


Ay —t Saleh lashes 
ney (CHE SAPE XK E and 


with one of our beauti- ¥ 
Ct1EL 








()HIO 








fully designed dinner 
plates, don't feel guilty © > , 
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W — glad to provide Original Predecessor Company Founded ty George Ul ushinglon a 178 
such souvenirs at cost = 7 Js. . = = 


511 


tobe 5, 1934 PAGE 
October | Wie eh... FE 


Se 


ae 






Se ATC TR, Rs a 








PAGE 512 


Te Tle A ammeter 








10 MILLION DOLLARS 
A YEAR! 


Decentralization of industry has proven of paramount importance 






to the great Southwest, prudent manufacturers having invested $10,000,- 






000 the past twelve months in Texas and Louisiana plants. Raw prod- 






ucts in abundance, cheap power, excellent labor conditions, and a mild 






climate combine to urge industry southward. 






Southern Pacific’s famous transcontinental railroad and steamship 





lines faithfully serve this vast territory. 











For information address 
A. R. MIELLY, Industrial Commissioner, Texas and Louisiana Lines 


HOUSTON, TEXAS 






SOUTHERN 
PACIFIC — 


A Coast to Coast 
Transportation 
Service 
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DICTATING MACHINES 


HAVE CHANGED! 


See Edison’s Revolutionary New 


PRO-TECHNIC EDIPHONE 


12 PROVED ADVANTAGES... A GUARANTEE 
of 20% to 50% INCREASED BUSINESS CAPACITY 





EDISON has produced a thoroughly 
new, fully enclosed instrument, the 
PRO-TECHNIC EDIPHONE. Its 
“Balanced” Voice Writing makes 
dictation easier and faster for Traffic 
Managers. It guarantees full-time 
secretarial service, without old- 
fashioned ‘‘dictation periods”. The 
Pro-technic Ediphone provides a serv- 
ice that allows Traffic Managers to 
dictate orders, confirmations, etc., at 
any time without waiting. You have 
more time for planning, for outside 
work. 


Free Demonstration 
at Your Desk! 


To prove that dictating machines 
have changed, you—Mr. Traffic 
Manager—are invited to ‘‘sample”’ 
Ediphone Voice Writing—without 
obligation. 


Without Cost to You— 
Edison Will Train Your Office 


Telephone The Ediphone, Your City, 
or mail the coupon to Thomas 
Edison, Inc., Orange, N. J., and an 
Ediphone representative will explain 
each of the 12 Pro-technic advantages 
to you. He will introduce this NEW 
Voice Writing in your office, taking 
full responsibility for smooth and 
efficient service until Voice Writing 
becomes as much a part of your office 
routine as telephoning. 

YOU BUY NOTHING until Edison 
proves it can increase your business 
Capacity and your secretary's capac- 
ity to assist. 


a» Q Edivon. 


NCORPORATED 


ORANGE, N.J. U.S.A. 


FIRM NAME 


MY NAME 


ADDRESS__.__ 


CCDE 


1 want to know if Edison will guarantee to 


increase our business capacity 20% to 50%. 
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An independent national journal of transportation; a working tool for traffic men 


Rail —Water — Motor Vehicle —Air— Material Handling and Distribution 





Volume LIV 





Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 


---0--2- 





LEAGUE AND TRUCK REGULATION 


Ngee some years of contrary views and some 
44 changes in personnel, the highway transportation 
committee of the National Industrial Traffic League has 
cone forward with some constructive and sound sugges 
lions with respect to the regulation of commercial motor 
Vehicles. We do not mean by this that everything it sug 
vests meets our full approval nor that it has suggested 
everything we think it ought to suggest; that is no more 
lo be expected than that everything we suggest should 
be fully approved by it; but we do say that it has met 
its task competently and reasonably. It is to be re 
fretted, therefore, that the executive ¢ommittee of the 
League, in considering the report, has attached to it a 
joker that would render it null and void, at least for the 


Present, and, perhaps, permanently. 
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The executive committee, in approving the report of 
the highway transportation committee recommending 
that the League favor reasonable and logical regulation 
of highway transportation for hire, both as to rates and 
service, saw fit to stipulate that “the League recommends 
a period of study of the data and experience that will be 
available from the registration of trucks and filing of 
rates under the trucking code before enactment of addi 
tional legislation.” In doing this it assumes approval 
by the code authority of the recommendation of its legis 
lative committee that the trucking code authority adopt 
a rule requiring “that all charges for for-hire truck trans 
portation be filed with the code administration on a plan 
similar to the tariff filing requirements in connection 
with rail transportation, such requirement contemplating 
the filing of rates to be actually charged, to be enforced 
by the code administration; such filed rates to be made 
accessible to the public in the customary manner of rail 
tariffs.” Such approval by no means follows. If it dees 
not follow, then the executive committee of the League 
stands opposed to truck regulation, at least until the 
code authority changes its mind, and, perhaps, after 
that, if its contemplated study of what it suggests be 
done does not convince it that there ought to be addi 
tional legislation. 

Even if the suggestions of the highway transportation 
committee to the code authority are adopted, one won 
ders what information the executive committee may hope 
to gain from a study of operations under the code that 
will aid it in determining whether the trucks, in competi 
tion with the railroads, ought to be regulated as a part 
of the whole transportation system with relation to its 
other parts, rather than merely within itself. 

One may like or dislike code regulation of the trucks; 
it may be a good thing or a bad thing for the trucking 
industry; but, good or bad, favored or opposed, it ‘is 
merely a device for regulating the motor transport in 
dustry within itself and has nothing whatever to do, 
one way or the other, with the matter of competition be 
tween the rails and the trucks. It is unfortunate that the 
development of codes and their application to motor 
transport has clouded the minds of so many persons, 
both in the motor transport industry and outside of it. 
Much of the trouble in the industry is caused by an ap 
parent division among operators, because some favor 
code regulation and some favor Interstate Commerce 
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Commission regulation, whereas, the two are not related. 
One may think that code regulation is good for the 
trucks and still see that they should be regulated also 
with relation to their competitors, or one may condemn 
code regulation without any reference to what he thinks 
of Interstate Commerce Commission regulation. 

The position of the League with respect to this mat 
ter is becoming more and more confused. Hitherto, its 
highway transportation committee has opposed regula 
tion of the trucks. The League has always supported that 
position, at least to the extent that no membership meet 
ing has advocated any sort of truck regulation. And at 
its last general meeting in November, 1933, the League 
went on record as opposing inclusion in the code of any 
provisions fixing or regulating rates for transportation 
a thing that its highway transportation committee and 
its executive committee are now advocating. The execu 
tive committee, at a meeting in Buffalo last March (see 
Trattic World, March 31) adopted a recommendation that 
the League approve in principle regulation of the trans 
portation of passengers and property by motor highway 
carriers, and instructed the highway transportation com 
mittee to bring in a program for carrying out the prin 
ciple set forth, reserving, however, its own opinion as to 
the most appropriate method of bringing about such 
regulation. The highway transportation committee, as 
we have pointed out, has now brought in its report and 
the executive committee has exercised its reservation of 
opinion to the end, we think, that, if the League supports 
it, nothing worth while will be accomplished. 

We suppose the membership meeting of the League 
this fall will have the entire subject before it and will 
take some sort of final action by way of approving or re 
jecting reports that will make its policy at least con 
sistent; it is to be hoped that it will be wise as well as 
consistent and that it will declare for regulation of com 
mercial motor transportation in the same way that rail 
transportation is regulated—-and we note with commenda 
tion that the executive committee intends to include in 
its studies “the relaxation of railroad regulation” in 
bringing about equality as between the two modes of 


transport, rail and truck, 


RAILROAD EARNINGS 

Class I railroads of the United States for the first eight 
months of 1934 had a net railway operating income of $300, 
702,141, which was at the annual rate of return of 1.88 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
eight months of 1933, their net railway operating income was 
$280,848,9138, or 1.74 per cent on their property investment, 
according to the bureau, which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash 
The net railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid 

This compilation as to earnings for the first eight months of 1934 
is based on reports from 148 Class I railroads representing a total of 
239,094 miles 

Gross operating revenues for the first eight months of 1934 to 
taled $2,188,560,046 compared with $2,006,077,467 for the same period 
in 1983, an increase of 9.1 per cent. Operating expenses for the first 
eight months of 19384 amounted to $1,632,477,088 compared with $1,- 
166,447,454 for the same period in 1933, an increase of 11.3 per cent. 

Class I railroads in the first eight months of 1934 paid $169,691,083 
in taxes compared with $177,567,141 for the same period in 19338, a 
decrease of 4.4 per cent For the month of August alone, the tax bill 
of the Class I railroads amounted to $20,590,706, a decrease of $2,106,236 


or 9.3 per cent under August, 1933. 
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Thirty-three Class | railroads failed to earn expenses and xe 

in the first eight months of 1934, of which nine were in the Easte 

seven in the Southern, and seventeen in the Western district 
Class I railroads for the month of August alone had a ne 

way operating income of $39,677,337, which, for that month, w 

the annual rate of‘return of 1.39 per cent on their property inv 

In August, 1933, their net railway operating income Was $61 


or 2.13 per cent 

Gross operating revenues for the month of August amounted + 
$282,679,430 compared with $297,030,894 in August, 19338, a decrease of 
1.8 per cent. Operating expenses in August totaled $211,706,2 
mred with $202,470,716 in the same month in 1933, an increas: 


l 
per cent 
Eastern District 


Class I railroads in the Eastern district for the first eight 
in 1934 had a net railway operating income of $183,570,948 whic} 
at the annual rate of return of 2.34 per cent on their property ‘ 
ment For the same period in 1933, their net railway operating F 
was $179,243,598 or 2.27 per cent on their property investment, Gy 


operating revenue of the Class I railroads in the Eastern distr 
the first eight months of 1934 totaled $1,127,342,984, an increase « 
per cent above the corresponding period in 1933, while operating 
penses totaled $815,025,368, an increase of 12.5 per cent above the 
sume period in 1933 

(lass I railroads in the Eastern district for the month of Aug 
had a net railway operating income of $18,093,195 compared with § 
92.971 in August, 1938. 

Southern District 


Class I railroads in the Southern district for the first eight months 
of 1934 had a net railway operating income of $36,522,317 which was at 
the annual rate of return of 1.77 per cent on their property investment 


kor the same period in 1933, their net railway operating income 
imounted to $38,685,321 which was at the annual rate of return of 
1.S4 per cent on their property investment Gross operating revenues 
of the Class [| railroads in the Southern district for the first eight 
months of 1934 amounted to $274,683,122, an increase of 6.3 per cent 
above the same period in 1933, while operating expenses totaled 


$210,304,902, an increase of 9.6 per cent 
Class | railroads in the Southern district for the month of August 
had a net railway operating income of $2,910,171 compared with $ 


170,788 in August, 19338 
Western District 





Class I railroads in the Western district for the first eight 
months in 1934 had a net railway operating income of $80,608,87é 
which wa it the annual rate of return of 1.33 per cent on the 
property investment For the same eight months in 1933, the ra 
roads in that District had a net railway operating income of $82 
919,994 which was at the annual rate of return of 1.03 per cent 
their property investment Gross operating revenues of he Class 
railroads in the Western district for the first eight months’ period 
1934 amounted to $786,533,940, an increase of 9.9 per cent above the 
same period in 19338, while operating expenses totaled $607,146, 818, a 
increase of 10.4 per cent compared with the same period in 1933 

For the month of August alone, the Class I railroads in the We 
ern district reported a net railway operating income of $18,673,97 
rhe ime roads in August, 1933, had a net railway operating in 
rf S14 mis 


Class | Railroads—United States 


1934 1933 
Month of Pet 


Month of 
August August Increase 
otal operating revenues $ 282,679,480 $ 297,080,894 +s* 
rotal operating expenses 211,706,258 202,470,716 1.6 
axes 20,590,706 22,696,942 ° 
Net railway operating income 39. 677,337 61.401.986 . 
Operating ratio per cent 74.89 68.16 
Rate of return on property in 
vestment pet cent 1.39 
Eight Months Ended August 31, 1934 
Total operat e revenues $2. 188,560,046 $2,006,077, 467 
Total operating expenses 1,632,477, 088 1,466,447,454 
Taxes 169,691,083 177,567,141 14° 
Net railway operating income 00,702,141 280,848,918 l 
Operating rat per cent 74.59 13.10 
Rate of return on property ir 
vestment per ent 1.88 1.74 
Decrease 


LOW HOLIDAY FARES 


Announcement has been made by H. W. Siddall, chairman, 
Western and Trans-Continental Passenger Assocfations, and 
J. E. Hannegan, chairman, Southwestern Passenger Association, 
of low round-trip excursion fares to be made by western rail 
roads for Christmas and New Year holidays. A rate of two 
cents a mile in each direction will be authorized for passengers 
desiring to travel in sleeping cars and parlor cars and of one 
and one-half cents a mile for those availing themselves of coach 
accommodations. On transcontinental traffic—that is, traffic t 
and from the Pacific Coast—three classes of fares will be ale 
thorized—two cents a mile in each direction for first-class travel, 
intermediate-class fares 20 per cent less than first-class fares, 
and coach fares 334, per cent less than first-class fares. 
Tickets will be on sale December 13 to January 1, inclusive, 
and passengers will have until January 15 to complete their 
return trip. Liberal stop-over privileges will be authorized. 

These low fares are another evidence of the desire of west: 
ern railroads to encourage travel by railroad and to authorize 
charges which are within the means of all those desiring to 
travel, it is stated. The general reduction in western fares has 
resulted in a gratifying increase in travel by railroad in west- 
ern territory, and it is believed that the holiday fares authorized 
will further stimulate travel in that district, according to the 
announcement, 
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Current Topics in 
Washington 





“Crack-down” Johnson, who got his 
name from an expression used, not by 
him, but by a question-firing reporter, 
has been succeeded in his job by a board 
for Conservatives of five. What he has been doing it now 

takes five to do. “Some man,” Johnson 
was, it might be suggested. National Industrial Recovery Board, 
the five are called—NIRB, for short. 

But above the five sits the Industrial Emergency Commit- 
ee, Director of that committee is Donald R. Richberg, excused 
y presidential order from his duty as general counsel of NRA 
(with pay, it is carefully set forth) so that he may fulfill his 
juties as director of the new committee, executive secretary 
f the executive council (appendix of the Presidential cabinet), 
nd executive director of the national emergency council, “and 
ich further functions and duties as shall be prescribed by the 
President.” 

One guess as to the name of the man who is really John 
son's successor! At the time Richberg, the administration's 
factotum even more than Joseph B. Eastman ever was, Was 
amed as legal adviser to Johnson, it was suggested that or- 
ganized labor, especially the railroad brotherhoods, was sitting 

the right hand of the President to give that organized 
minority of the people a large part in the new deal proclaimed 
y the relative of the square deal. 


Little Joy in New 


NRA Organization 


Richberg’s place means, it is believed, that the labor sec- 
nm of the recovery legislation is the important part of it. 
rhat is believed to be accurate, though Richberg, in his year 
ld construction of Section 7a, of the recovery statute, gives 
the minority of workers in a given plant the right to select its 
resentatives in collective bargaining. The construction given 
the National Labor Relations Board in the Houde Engineer 
Company case is as exclusive of a minority as Hitler, 
Mussolini, and Stahlin in their treatment of minorities. When, 
llustration, men in a particular plant vote to have the 
\merican Federation of Labor union represent them, those who 
ted against that organization have not the right, according to 
National Labor Relations Board, to be represented by any 
dy other than the A. F. of L. The individual workman has 
» right to bargain with the boss about his wages or his hours 
labor He has no wage bargaining rights the majority is 
id to respect. 
\lthough there are members of the committee of which 
Ri erg is director who are classed as conservatives, other 
who regard themselves as conservatives and industrialists 
who tend to go to the right rather than the left can find little 
he composition of the committee to give them joy. 
iberals—that is, men who are liberal in dispensing the 
raised by taxes—are believed to control the commit 
four of the six—Secretary Ickes, former associate of 
Richberg in the practice of law, Secretary Perkins, of the De- 
partment of Labor, Harry Hopkins, administrator of Federal 
Emergency Relief, and Richberg—can qualify as liberals in any 
hservative’s list. 
The impression that the committee, the body that recom- 
lends NRA policies to the President, will continue the “liberal” 


poi that has been pursued in relief measures, persists, not- 
withstanding Richberg’s assurances, given at a press confer- 


ence the day after his appointment, that the policy of the re- 
ganized NRA would not be to make sudden changes in policies 
y Nat or to adopt changes in codes without opportunity for 
hearing. 

lustrialists, who took up the code idea because business, 
ears before the new deal was voted into office, had been 
cating it, word that comes to Washington indicates, be- 
that, to a large extent, the activities of the Roosevelt 
nistration will be for the benefit of labor with incidental 

in behalf of the creation of business for the plants that 
expected to increase Wages and shorten hours. That is 


y there seems no joy for the men who built the plants that 
pected to provide more money for wages without getting 
“ty particular help to get the added business out of which 
n for more wages may be had. 


Art ey 
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Since time began rulers have 
been asking their subjects to submit 
themselves to truces. President Roose- 
velt, in asking employers and em- 
ployes to observe a truce, is following 
at least one illustrious example—the 
effort of the popes of the eleventh century to bring a semblance 
of peace to a Europe torn by the contest between the spiritual 
and temporal powers and private wars by means of the Truce 
of God, a device taken up after the failure of the Peace of God 
to meet expectations. 

In its early form the Truce of God required all Christians, 
friends and enemies, neighbors and strangers, to keep true 
and lasting peace, one with another, from vespers on Wednes 
day to sunrise on Monday, so that during those four days and 
five nights, all persons might have peace and, trusting in this 
peace, go about their business without fear of their enemies. 

Later, when it seemed to be realized that there could be 
no distinction between human and property rights, the truce 
was extended to property, so that the man whose life was saved 
by the early form of the truce might have a shirt for his back 
while in pursuit of happiness. 

Urban II, who inherited the quarrel between Henry IV and 
Gregory VII and was excluded from the parish church of St. 
Peter and the cathedral of St. John Lateran, in his enthusiasm 
for both the Truce of God and the Peace of God, may be sus 
pected of angling for popular support in his controversy with 
the head of the Holy Roman Empire. Men pined for peace 
and security. He who did what he could for them might expect 
support as against a turbulent emperor who had taken on him 
self the power to name popes and bishops on the ground that, 
as ruler of temporal things, he had a right to say who should 
be the spiritual controllers of the property the church had 
amassed. 

At any rate, whether his strong support of the truces was 
intended by Urban to bring popular support to him or not, he 
got it. The coming of noble and common man in imposing num- 
bers to the crusade proposed by him put Henry into a shadow 
and ere long Henry's pope, Guibert, lost contro] of both St. 
Peter's and St. John Lateran. 

Many of the friends of President Roosevelt have regarded 
the recent strikes as the most patent danger to his adminis 
tration. If he can formulate and keep at work a truce that 
will eliminate strikes, it is suspected, he will be better able to 
carry out his policies because of the popular support expected 
to remain with him Continuance of strikes, it is believed, 
would not be good for him politically. 


Roosevelt, in Asking 
Labor-Capital Truce, 
Follows Other Rulers 


“Can you understand that?” 


Chinese Ideographs asked W. A. Northcutt, of the Louis- 


: é ; ville & Nashville, of Commissioner 
i f h n , : : 
Easier for Aitchiso Aitchison soon after the latter had 
than Rate Proposals said he could not understand some 


of the rate proposals And Northcutt 
unfolded a Chinese newspaper. 
“No,” said Aitchison, “but I can get someone to read it 
to me so that [ can understand it.” 


More than 5,000 copies of the publica 
tion concerning the safety work of railroads 
under the leadership of the American Rail- 
way Association, the second volume of a 
series known as “The America'n Railroad in 
Laboratory” have been distributed from the 
Washington office in the Transportation Building Applica 
tions for it have come from libraries and educational institu 
tions, though there has been a considerable demand from in 
dividuals. The demand is attributed to popular interest in 
efforts to promote safety. 


Americans Are 
Interested 


in Safety 


The new building in which 
One Thing Disliked the Commission has its home is 


That Cannet be one thing that cannot be charged 


as evidence of the unfitness of the 
Attributed to Roosevelt Roosevelt administration for its 
task, 

Complete responsibility for not only that structure but 
half a dozen other Greco-Roman creations rests entirely on 
Republican admnistrations and Congresses controlled by Re 
publicans that preceded the new deal. They adopted a 
$50,000,000 public building program when the public debt was 
being reduced and interest amounting to $1,000,000 a day was 
being lopped off. 

Several of the huge structures are far from street car 
and bus lines. Parking space is limited because the buildings 
are jammed together. There is not street space enough to 
accommodate the cars of the government employes. Space 
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COMMISSION REPORTS 


Cement 





» 26421, Dewey Portland Cement Co. vs. Il. G.-N. et al. 
embracing also a sub-number, Dewey Portland Cement Co. of 
xas vs. A. T. & S. F. et al. By division 4. Complainant found 
titled to reparation on account unreasonable rates, cement, 
vey, Okla., to Kilgore, Mart, Arp, Burkburnett, Waco and 

Overton. Tex., and from Fredonia, Kan., to Waco, to extent 
‘ they exceeded 21.5 cents to Kilgore, Arp, Waco and Overton; 

995 cents to Mart, and 24 cents to Burkburnett. Shipments 

delivered between March 14 and September 16, 1932, and be- 

tweet September 14, 1932, and December 11, 1933. The Com- 

said this case presented the same issues as those con- 

i in Dewey Portland Cement Co. vs. A. T. & S. F., 185 

es 233 and 188 I. C. C. 97, and that defendants did not 
award of reparation to basis sought. 


Scrap Iron 


N 26445, Joseph Schonthal Co, vs. C. & O. By division 2 
di ssed Carload rate, $2.52 a net ton, scrap iron, Foch, 
19 Vv. Va., to Ashland, Ky., shipped May 4, 1931, applicable. 


Sand and Gravel 
No. 26464, Merom Gravel Co. vs, I. C. By division 4. Com 
t entitled to reparation on finding unreasonable rate of 
88 cents a ton, sand and gravel, Riverton, Ind., to Watson, III., 
extent it exceeded 76 cents Shipments moved between 


September 15 and 24, 1932. 
Hog Reparation 


9 Cleveland Provision Co, et al. vs. Wabash et al 

ion 5. Complainants entitled to reparation on finding 

easonable, rates, hogs, to Cleveland, O., to the extent they 

eeded 24 cents from Andrews, Ind., 28 cents from Lafayette, 

and Attica, Ind., and 29 cents from Danville, Ill., double 

k and 27.5 cents from Andrews, and 33.5 cents from Danville, 

le-deck Shipments moved between December 7, 1928, and 

August 22, 1930. Complainant alleged rates charged were un 

onable and in violation of the order of July 14, 1928, in 

ern Livestock Cases of 1926, 144 I. C. C. 73 Commis 

ner Mahaffie dissented as to the finding of unreasonableness 
Commissioner Farrell concurred 


Milk and Cream 
No. 26394, Crowley’s Milk Co., Inc., vs. Erie $y division 4 
ssed Demurrage charges, milk and cream, in passenger 
service, points in Wisconsin, Indiana, and Missouri to 
amton, N. Y., delivered between April 27 and August 22, 
nclusive, not unreasonable or otherwise unlawful. 


N 6247, 


Steel 

N 26244, Brown-Manly Plow Co. vs. B. & O. et al. By 
1 Dismissed. Defendants’ failure to maintain transit 
ngements at Malta, O., on steel originating beyond, made 
shapes or stampings for cultivators or plows, and shipped 
points in southern territory, found not unreasonable or other 
e unlawful. Rates, steel shapes or stampings, Malta to Ander 
Batesburg, Greenville, Spartanburg, and Newbury, N,. C., 
Nashville, Tenn., and Greensboro, N. C., not unreasonable or 

erwise unlawful. 

Wheat and Flour 


No. 25888, Kansas Milling Co. et al. vs. A. T. & S. F. et al. 
division 4 Dismissed. Applicable rates, on shipments of 
eat, fram points in northwestern Texas to Wichita, Kan., 
re milled and reforwarded as flour to Galveston, Houston, 
Beaumont, Tex., for export, not unreasonable. Found that 
f 47.5 cents prior to September 10, 1929, and 45 cents on 
ter that date, were applicable. Shipments involved were 
de from the origins in Texas between January 28 and Septem 
dis er 19, 1929, and were delivered or tendered for delivery at the 
ich port in the last two months of 1929 and the first seven months of 
een harges were paid on the basis of a through domestic rate 
eet {41 cents. Defendants later assessed charges on the basis of 
or export rate of 47.5 cents, entering suits to collect the addi- 
ges | charges. The court proceedings have been held in abey- 
162 ( nding the Commission's decision in this case, 
Coal from L. & N. Mines 
ind S. No. 3969, coal from L. & N. mines in Kentucky to 
is By division 3. Proceeding discontinued, Proposed 
joint rates on bituminous coal from mines on the Louis 
Nashville in western Kentucky to St. Louis-San Fran- 
- 2 tations in Arkansas, not justified. The Commission said 
hedules under suspension contained reductions to 52 des 
the _— ; Whereas reduced rates to only 28 points was herein 
ad d. Hence, it said, it found that the schedules had not 
tified, but that this conclusion was without prejudice 
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to the filing of new ones not inconsistent with the views ex 
pressed. The Commission said only 28 of the 52 destinations 
were considered by the L. & N. to be competitive with the 
Illinois Central on coal traffic from western Kentucky, the pro 
posal of the L. & N. in this proceeding being an attempt to restore 
the rate parity previously existing between the Illinois Central 
and L. & N., this parity having been disrupted by findings of the 
Commission under section 3 in Scott County Milling Co. vs 
Butler County R. Co., 194 I. C. C. 763. The Commission said 
it was to clear section 4 that respondents contemporaneously 
published reduced rate to 24 stations intermediate to the 28 com- 
petitive points. It said these reduced rates to intermediate sta 
tions would in most instances be lower than the contemporane 
ous rates from Illinois Central mines in western Kentucky via 
Thebes to the same destinations, and in some instances would 
equal, although be not lower than, the rates from southern Illi 
nois to the same destinations. It said these were the aspects 
of the proposed adjustment which were most strenuously op 
posed by the Illinois protestants. To meet these objections the 
L. & N. at the hearing modified its published proposal by suggest- 
ing that no change be made in the rates to the 24 intermediate 
points The Commission said that under this modified proposal 
relief from the long and short haul provision of section 4 would 
be necessary It said before the new schedules found justified 
were published a fourth section application to cover the present 
situation should be filed and that upon receipt of such applica 
tion consideration would be given to the expenditious entry of 
an appropriate fourth section order 


Switching at Butte 


I. and S. No. 3966, absorption of switching at Butte, Mont., 
By division 3. Proposed cancellation of absorption by the Oregon 
Short Line Railroad Co. of switching charges of the Northern 
Pacific at Butte, Mont., found not justified without prejudice to 
filing of new schedules in conformity with views expressed in 
the report. The Hansen Packing Co., operating a slaughter house 
at Butte, protested the schedules The Commission said that 
with respect to protestant’s inbound traffic the failure of re 
spondent to absorb the Northern Pacific’s switching charges on 
all carload traffic from points on or reached by way of respond 
ent’s line would not be unreasonable or unduly prejudicial On 
outbound shipments of fresh meats, including slightly salted 
meats, and packing house products originating at the plants of 
the American Packing & Provision Co. and Armour & Co. at Butte 
destined to points on or reached by way of respondent’s lines, 
the Commission said absorption by respondent of the Northern 
Pacific’s switching charges and its failure to make like absorp 
tion on like traffic from protestant’s plant, would be unduly 
prejudicial to protestant and unduly preferential of its com 
petitors. 


C. & O. ABANDONMENT 


The Commission, by division 4, in Finance No. 10112, Chesa 
peake & Ohio Railway Company proposed abandonment, has 
denied the application of the carrier for authority to abandon 
its branch line extending from Eagle Mountain to Newcastle, 
about 26 miles, in Botetourt and Craig counties, Va. Objections 
to the application, said the report, were offered by county authori 
ties and others, and the Virginia State Corporation Commission, 
Which held the hearing on the application for the Commission, 
recommended denial. 

Applicant, said the Commission, contended that, after a 
period of minor and temporary inconvenience, all the traffic 
could be readily handled over the highways, and that continued 
rail operation, at an estimated loss of at least $21,740 per an 
num, would place a hopeless burden on interstate commerce 
In its conclusions the Commission said: 


Sole dependence on trucking throughout thi irge territory 
would result in much inconvenience and hardship f it did not top 
virtually all future industrial development The le ‘ betwee! 
economic injury to a large, parsely populated, and at present not 
highly productive territory, and a financial burden upor nterstate 
commerce from the operation of the brancl The computations in 
troduced show that the losses on the branch have been substantial 
and the testimony offers no assurance that they will be eliminated i: 
the near future. On the other hand, as the applicant’s income stat« 
ments show, the system operations as a whole have continued profita 
ble throughout the period of the depression Weighing these issue 
it is our conclusion that permission to abandon should not be granted 
at this time. The applicant, however, should not be required te 
tain indefinitely the loss now being incurred from the branch, and 
those interested in the service should not expect t retain it unles 
in future they can furnish traffic sufficientl idequate to maint 


} 


and operate the ine 
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C. G. W. FREIGHT HOUSE CASE 
Holding that it had no direct concern with labor questions 
raised in connection with the desire of the Chicago Great West- 
ern to handle its less-than-carload freight at Kansas City, Mo., 
through the Kansas City Southern freight house, the Commis 
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sion, by division 4, in Finance No. 10174, the Chicago Great West- 
ern Railroad Co. trackage, has authorized the applicant to 
operate under trackage rights over specified Kansas City South- 
ern tracks, so as to accomplish its plan. The authorization 
covers about 4,200 feet of Kansas City Southern yard tracks. 
The applicant thought that it was not necessary to ask for au- 
thority to do what it contracted to do under an agreement dated 
August 1, 1933. The Commission, however, held that it had 
jurisdiction over the matter. 

The arrangement was made with a view to saving money 
for the C. G. W., the freight house of which is in disrepair and 
difficult of access. The saving in the first five months after the 
contract was made averaged $600 a month. 

Objections were made by the Brotherhood of Railway and 
Steamship Clerks, Freight Handlers, Express and Station Em- 
ployes. It claimed that the arrangement was in violation of the 
railway labor act and the emergency railroad transportation 
act on account of reductions in pay of 18 employes and loss of 
employment by 10. The brotherhood asked for dismissal of the 
application and discontinuance of the trackage arrangement in 
one motion and denial of the application on the ground of 
violation of the two acts mentioned in another. Having men- 
tioned that it had no direct concern with the labor matters, 
the Commission said that “any remedial action in the suggested 
form of a denial of the application was not to be entertained 
as such.” On the merits the Commission said that the handling 
in the manner proposed was more convenient to the public and 
that material savings in operation were effected. 


COMMISSION ORDERS 


No. 17000, part 9, Rate structure investigation, live stock-western 
district rates. Petition filed July 9, 1934, by respondent carriers for 
reconsideration and modification of reports and orders entered herein, 
so as to authorize respondents, in the first instance, to charge on 
shipments of stocker and feeder livestock, the basis of rates applica- 
ble to animals fit for slaughter, subject to refund to the basis of rates 
on stocker and feeder animals upon presentation of evidence showing 
a subsequent rail movement denied. 

No. 23044, Blue Ridge Glass Corporation vs. A. & B. B. et al. 
Order entered herein on June 4, 1934, which was by its terms made 
effective on or before October 7, 1934, is modified to become effective 
on November 26, 1934, instead of October 17, 1934. 

No. 25412, Dawson Produce Co. et al. vs. A. T. & S. F. et al. and 
No. 25706, Dawson Produce Co, et al. vs. A. T. & S. F. et al. Order 
entered in these proceedings is modified further to become effective 
on January 25, 1935, upon not less than 30 days’ notice instead of 
November 17, 1934. 

No. 26166, Nash-Finch Co. et al. vs. A. T. & S. F. et al, Order 
entered herein on July 13, 1934, is further modified to become effec- 
tive on January 25, 1935, upon not less than 30 days’ notice instead 
of November 24, 1934. 

No. 24375, Hygrade Food Products Corporation vs. A. T. & S. F. 
et al. Petition dated September 4, 1934, filed on behalf of defendant, 
Union Stock Yards & Transit Co., for resettlement of order herein 
and for rehearing, denied. 

No. 26668, Gulf Refining Co. vs. C. & G. et al. Mexican Petroleum 
Corporation of Louisiana, Inc., and Pan American Petroleum Cor- 
poration permitted to intervene. 

No. 26684, Sinclair Refining Co. vs. A. G. S. et al. Standard Oil 
Co. of Louisiana permitted to intervene. 

Finance No. 10347, Pennsylvania notes. The order of March 
1934, is modified so as to limit the amount of 10-year secured 4 per 
cent serial notes that may be issued thereunder to $3,648,000. 

No. 17272, Procter & Gamble Co. vs. B. & O. et al. Defendants’ 
motion, dated July 28, 1934, for reconsideration of petition for re- 
hearing and reconsideration of that part of this case relating to 
reparation overruled. 

No, 23044, Blue Ridge Glass Corporation vs. A. & B. B. et al. 
Order entered herein on June 4, 1934, is modified to become effec- 
tive on November 16, 1934, instead of October 17, 1934. 

No. 23392, Nebraska Brick & Tile Manufacturers’ Assn. et al. vs. 
C. & N. W. et al. The order entered in the above-entitled proceeding 
on July 17, 1934, which was by its terms made effective on or before 
October 25, 1934, modified to become effective on November 24, 1934, 
upon not less than 30 days’ notice instead of said October 25, 1934. 

Fourth Section Application Nos. 13744, 13791 and 15453, citrus fruit 
and pineapples from the south. The applications are reopened and 
assigned for further hearing at a time and place hereafter to be fixed, 
upon the question of modification of the circuity limitations contained 
in fourth section order 11627 entered therein. 

No. 25416, Atlantic City Coal Dealers’ Credit Bureau et al. vs. A. 
Cc. et al. The order entered herein on July 31, 1934, which was by its 
terms made effective on or before November 8, 1934, upon not less than 
30 days’ notice, is postponed to become effective on December 8, 
1934, upon not less than 30 days’ notice instead of said November 8, 
1934. 

No. 26643, Mexican Petroleum Corporation of Louisiana, Inc., et al. 
vs. A. G. S. et al. Spur Distributing Co. permitted to intervene 

No. 26644, Southwest Virginia Lime Producers Assn. vs. A. & R. 
et al. Washington Building Lime Co. permitted to intervene. 


~ 
‘, 





PETITIONS FOR REHEARING, ETC. 


1. & S. 3479, Stone, granite and marble from, to, and between 
points in southern territory. North Carolina Granite Corporation asks 
for reopening, reconsideration and modification of Commission's re- 
port herein. 

No. 25980, and Sub. 1, Idaho Grimm Alfalfa Seed Growers’ Asso- 
ciation vs. A. & R. et al. Defendants ask for reopening of this case 
for the purpose of reargument and reconsideration by entire Commis- 
sion on record as made. 

No, 25837, Taylor Produce Co. et al. vs. A. C. L. et al. Complain- 
ants ask for a rehearing, reconsideration or modification therein. 

No. 26165, Taylor Produce Co. et al. vs. A. C. L. et al. Taylor 
Produce Co, (of Battle Creek, Holland and Jackson, Mich.), An- 
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drews Bros., A. J. Bloomgarden and Sons, S. M. Baker, Inc., Ben Rp 
Schwartz, Inc., M. J. Dark and Sons, Kent Storage Co., A. Belock ¢ 
Son, Herndon Fruit Co. (Burtin H. Boone, Trustee) Savannah Truck. 
ers Exchange, Atlantic Coast Distributors and Hart Fruit Co., ag, 
for reopening to the end that they may be given an opportunity 
correct the records as will be shown and to prove payment and hea; 
ing of freight charges, and for modification of former orders 
completion of this case. 

No. 15682, Missouri-Kansas-Texas vs. Kansas City Termina! 
Complainant asks for relief from findings, decision and order of th, 
Commission. 

No. 20972, Pittsburgh Plate Glass Co, vs. A. T. & S. F. et a! 
Complainant asks for reconsideration on record as made. 

No. 23392, Nebraska Brick & Tile Manufacturers’ Assn. et al. ys 
Cc. & N. W. et al. Carriers parties to Commission's order herein 
decided July 17, 1934, by E. B. Boyd, their agent, ask for postpone- 
ment of effective date of order for a period of 30 days beyond Octobe, 
25 1934, or modify the order to permit filing of schedules in con. 
formity therewith on not less than 10 days’ notice to the public and 
Commission, effective October 25, 1934. 

No. 24790, Alemite Corporation vs. B. & O. et al., and No. 25201 
Eagle Pitcher Lead Co. vs. Pennsylvania. Defendants ask for con- 
sideration by entire Commission and reversel of division’s reports 

No. 26160, Portales Chamber of Commerce et al. vs. A. T. & S&S FP 
et al. Defendants ask for postponement of effective date of ord 
in so far as said order applies to the publication of rates on hay 

No. 26308, Coal Corporation of America vs. N. Y. C. Complainant 
asks the entire Commission for reopening and reconsideration 
record as made and the vacating and setting aside decision of divi- 
sion 3 in connection therewith. 

No. 24388, Chamber of Commerce of Greenville et al. vs. A. ¢ 
& Y. et al., and No. 25521, The John Parent Co. et al. vs. A. C. & Y 
et al. Complainants in No. 24388 ask for reopening of proceeding f 
further hearing, and complainants in No. 25521 ask for rehearing, re- 
argument and reconsideration, and upon further consideration Com- 
mission should vacate its erroneous finding in these cases, and make 
its findings in line with complainants’ contentions, and award repa 
tion. 

No. 26107, Fretz-Moon Tube Co., Inc., vs. B. & O. et al. Defend 
ants ask for reconsideration by entire Commission 

1. & S. 3973, Cement from El Paso, Tex., to New Mexico 
spondent asks for reopening, rehearing and reconsideration and 
the entering by the Commission of such further order or orders in th 
premises as to it may seem reasonable and just 

No. 18151, California White & Sugar Pine Manufacturers’ Assi 
tion vs. A. T. & S. F. et al Intervener, California Redwood Ass 
ciation, asks for reopening and/or rehearing and/or issuance 
definite order herein 

No. 25908, D. S. Keefe et al. vs. A. T. & S, F. et al. Complai: 
ants, Maywood Equity Exchange, Frank Portner, Portner & Jon: 
and Rodine Brothers, ask for reconsideration on the record and 
modification of report and order of the Commission on further consid 
eration herein considered with Romeo Stores Co, et al. vs. U. P. eta 
decided July 24, 1934 (mimeographed) 

No. 26152, and Sub. Nos. 1, 3 and 4, Grand Island Livestock Com- 
mission Co. et al. vs. A, C. & Y. et al. Complainants ask the Cor 
mission to strike from the files the defendants’ reply to complainants 
exceptions to proposed report of Examiner Disque herein. 

No. 26096, Fargo Iron & Metal Co., Inc., vs. A. T. & S. F. et : 
Complainant asks for reopening of this case for reargument or reco! 
sideration 

No. 26628, Kansas City Fuel Oil Co. et al. vs. A. T. & S. F. eta 
Defendants ask the Commission to require complainants to make their 
complaint definite and certain. 


DROUGHT ORDER NO. 18 


The Commission, acting through Commissioner Aitchison, 
has issued drought order No. 18 canceling drought order No, 17, 
permitting the publication of reduced rates for the transportation 
of hay and other forages from all points in the western district 
to points in the drought stricken areas in Arizona, Arkansas, 
California, Colorado, Idaho, Iowa, Kansas, Louisiana, Minnesota, 
Missouri, Montana, Nebraska, Nevada, New Mexico, North 
Dakota, Oklahoma, Oregon, South Dakota, Texas, Utah and 
Wyoming and to points not located in the said drought stricken 
areas adjacent to towns or villages within the drought stricken 
areas not served by any railroads, and also reduced rates on 
livestock from points in the drought stricken areas and the 
points adjacent thereto to feeding lots in the western district 
and returning to points in the stricken areas and points adjacent 
thereto. 

The reduced rates under the order will expire April 30, 
1935, except as to livestock, on which the authority granted 
will expire with December 31, 1934. 

On hay, alfalfa hay, millet hay (unthreshed), soya bean hay, 
and cow pea hay the rates are to be 66 2/3 per cent of the hay 
rate. On beet tops, cactus, corn cobs, corn stalks, shredded or 
not shredded, ensilage, fodder, including cane fodder, stover, 
straw, including bean or pea straw, and sorghum cane the rates 
are to be 50 per cent of the hay rate. On livestock, viz.: cattle, 
hogs, sheep, goats, horses and mules the rate to feeding points 
is to be 85 per cent of the fat stock rate on the kind of livestock 
shipped. Returning from feeding points to points in the drought 
stricken areas defined in the order the rate is to be 15 per cent 
of fat stock rate on the kind of livestock shipped. Schedules, 
effective at once, may be filed under the order. 

The order was issued on application of Agent L. E. Kipp, 
filed under secticn 22 (1) of the interstate commerce act. 

Decision to make the reductions followed conferences be 
tween the U. S. Department of Agriculture and the Western 
Association of Railway Executives on the question of extending 
reduced rates on account of the drought (see Traffic World, 
Sept. 15, p. 396). 
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Proposed Reports in I. C. C. Cases 


oe 


COAL FROM NORTHERN MISSOURI 


N a proposed’ report in No. 26401, Huntsville-Sinclair Min- 
| g Co. et al. vs. Wabash et al., Examiner Leonard Way 
recommends prescription of a reasonable basis of rates on bitu- 


minous coal from points in northern Missouri to destinations in 
iowa and Minnesota. He also recommends a nonprejudicial 
basis of intrastate rates in Iowa. 

Complainants’ mines are near Novinger, Bevier and Hunts- 
ville in north central Missouri, according to the report. Ex- 
aminer Way said the destination territory covered by the com- 
plaint included portions of the states of Minnesota and Iowa 
north and east of the line of the Minneapolis and Omaha, ex- 
tending in an easterly direction from the boundary between 
Minnesota and South Dakota near Manley, Minn., to Worth- 
ington, Minn., thence in a southwesterly direction to Lemars, 
la. Illinois Central (including points on this line) through 
Cherokee to Smithland, Ia.; Chicago, Milwaukee & St. Paul 
(including points on this line) through Manilla to Manning, Ia., 
and air-line to Kimballton, Ia.; Atlantic and Northern (includ- 
ing points on this line) to Atlantic, Rock Island (including points 
on this line) to Griswold, Ia.; Burlington to but not including 
Shenandoah, Ia., and Wabash to the boundary between Iowa 
and Missouri, near Blanchard, Ia. 

“The destination territory is highly competitive,” said the 
examiner. “Coal moves into it from Arkansas, Oklahoma, Kan- 
sas, Missouri, Illinois, the lake docks and eastern territory. In 
addition the coal mined in Iowa moves generally to points within 
that state and to some extent into Minnesota. Complainants 
ontend that because of the higher rates from their mines than 
om other intrastate and interstate origins they are excluded 

m this territory and that no shipments have moved thereto 

period of three years. Complainants seek the grouping of 
mines with other mines at Kirksville, Macon, Moberly and 
Higbee (Mo.) and the establishment of rates from the group 
thus formed to key points based on 85 per cent of the rates 
rescribed for application from the head of the lakes in Holmes 
Hallowell Co. vs. G. N. Ry. Co., 60 I. C. C. 687 and 69 I. C. 
ll, hereinafter referred to as the Holmes and Hallowell scale, 
the average distances from this group computed over the 
shortest routes over which shipments can move without trans- 
fer of the lading without regard to the number of lines involved, 
ese rates to be applied on lump coal and 90 per cent thereof 
fine coal, rates to other points adjacent to the key points 
graded in relation to the key points with fourth section 
lief to intermediate points on circuitous lines.” 
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The examiner said complainants’ case rested mainly on 
e fact that the rates assailed were relatively higher than 
the intrastate rates in lowa and the interstate rates from south- 
ern [llinois to destinations in Iowa and Minnesota. 

_ Examiner Way said the Commission should find that com- 
Piainants’ shipping points should be grouped with Macon, Mo- 
berly, Kirksville, and Higbee and that joint through rates on 
vituminous coal should be established from this group to key 
points named in the report, except such grouping should not 
required to destinations less than 75 miles distant from any 
hdividual producing point within the group. He said it should 
lurther find that the rates assailed had been and were unrea- 
nadie to the extent that they exceeded or might exceed to 
destinations named in Iowa and Minnesota in zone 1 rates 
d on 88 per cent of the Holmes and Hallowell scale, and to 
points named in Minnesota in zone 2, 90% of that scale. He 
the group rates should be based on the average distances 
‘om all the respective coal shipping points within the group 
“omputed over reasonably direct routes. He said the Commis- 
S101 should further find that to other destinations to which the 
assailed rates applied, except to points less than 75 miles dis- 

‘rom any individual point within the group, the defendants 
“ould establish rates in harmony with the key rates prescribed, 
Wi should not in any instance materially exceed rates bear- 

fe same percentage relation to the rates in the Holmes 

‘ Hallowell scale as did the key rates in the same portion 
t destination territory. He said the rates recommended 
for application over direct routes and if defendants desired 
Section relief in connection with indirect routes they 
file with the Commission appropriate application. 
to the Iowa intrastate rates the examiner said the Com- 
on should find svwch rates unduly prejudicial to complain- 
nd that such undue prejudice should be removed by the 
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establishment of intrastate rates from individual or reasonably 
grouped origin shipping points in Iowa to Anamesa, Ames, 
Atlantic, Algona, Burlington, Boone, Belle Plaine, Cedar Rapids, 
Creston, Clarinda, Chariton, Cherokee, Clinton, Carroll, Cor- 
rectionville, Centerville, Charles City, Decorah, Dyersville, Du- 
buque, Des Moines, Ft. Dodge, Ft. Madison, Fairfield, Green- 
field, Hamton, Ida Grove, Keokuk, Lake Mills, Marshalltown, 
Muscatine, Manning, Mason City, Maquoketa, Northwood, New- 
ton, Osage, Oelwein, Oskaloosa, Osceola, Ottumwa, Perry, Post- 
ville, Red Oak, Spencer, Spirit Lake, Storm Lake, Washington, 
Waterloo, Webster City, Ia., which are not on a lower per- 
centage of the Holmes and Hallowell scale than are contempo- 
raneously established from complainants’ shipping points. 


LUMBER FOURTH SECTION 


Grant of fourth section relief and a revision of the findings 
in a formal docket case are recommended by Examiner Myron 
Witters in fourth section application Nos. 14984 and 15126, lum- 
ber from Virginia and North Carolina to central territory, and 
No. 23381, Boydton Manufacturing Co. vs. Southern, 188 I. C. C. 
64, 192, I. C. C. 739, which case was reopened for further hearing. 

The carriers parties to the fourth section applications sought 
to establish and maintain rates on lumber and articles taking 
lumber rates from points in Virginia and North Carolina in the 
Norfolk and Richmond groups to base points in central terri 
tory, as shown in Curlett’s I. C. C. A-330, as amended, west 
of the Sandusky, Mansfield, and Newark, Ohio, groups, without 
observing the long-and-short-haul part of the fourth section. 

The formal docket case was reopened upon petition of the 
defendants. They asked for modification of the Commission’s 
order of September 23, 1932, in so far as it prescribed rates on 
lumber and box shooks, from Boydton, Saxe, Chase City, South 
Hill, and Amelia, Va., and Semora, N. C., to destinations on 
their lines in Illinois, Indiana, Michigan, Missouri, Ohio, and 
Wisconsin, “which shall not exceed those at present in effect 
from the Virginia cities, as described in said report, to the same 
destinations.” 

For the reason that an attempt was being made in con- 
nection with these fourth section applications to revise the rates 
from the Virginia cities, the carriers requested that the order 
be modified so that they might be permitted to establish rates 
from those points to central territory no higher than the pro 
posed revised rates from the Virginia cities. 

Applicants offered little or no justification for the proposed 
increased rates from the Virginia cities and points taking the 
same rates, said Examiner Witters. The railroads said the pri- 
mary purpose of the increases was to remove alleged undue 
preference of the Hampton Roads ports and undue prejudice to 
Baltimore. However, such prejudice, if it existed, said the 
examiner, could as easily be removed by reduction in the rates 
from Baltimore. No shippers from or through Baltimore, he 
pointed out, were shown to have been prejudiced by the pres- 
ent rates. He also pointed out that the Supreme Court in Texas 
& Pacific Ry. Co. vs. United States, 289 U. S. 627, held that 
ports, in respect of export, import, and coastwise traffic, were 
not localities susceptible of undue preference or prejudice within 
the meaning of section 3. 


Examiner Witters said that application No. 14984 should be 
denied and that like action should be taken in respect of No. 
15156, except that the Southern and its connections should be 
authorized to maintain its present rates from Southern Railway 
stations in Virginia south of the line of the Norfolk & Western 
and Cemora, N. C., to points in central territory on and west 
of the line of the Baltimore & Ohio from Cincinnati through 
Dayton, Lima, and Toledo, O., thence following the line of 
the New York Central to Detroit, Mich., and Grand Trunk to 
Port Huron, Mich., over the route through Asheville, N. C., 
and the Ohio River crossings and to continue to maintain the 
present higher rates from intermediate points of origin, pro- 
vided the authority should not include intermediate origin 
points as to which the haul or route of the applicants was not 
longer than that of the direct line or route between the com- 
petitive points, and that the Southern and its connections, par- 
ties to application No. 15156, should be authorized to maintain 
the present higher rates to intermediate points via the Ashe- 
ville route, subject to the 50 per cent and combination of in- 
termediates limitations. 

The Commission, the examiner said, should modify its or- 
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der in No. 23381 to the effect that the defendants, accordingly as 
they participated in the transportation, be notified and required, 
for the future, to maintain and apply on lumber and box shooks 
from Boydton, Saxe, Chase City, South Hill, and Amelia, Va., 
and Semora, N. C., to destinations on their lines in Illinois, 
Indiana, Michigan, Missouri, Ohio, and Wisconsin, rates not in 
excess of those contemporaneously in effect from the Virginia 
cities. 


PROPOSED REPORTS 
Water-Gas Tar 


No. 26470, Naval Stores Corporation of N. Y. vs. N. Y. 
N. H. & H. By Examiner Carl A. Schlager. Dismissal pro- 
posed. Charges, water-gas tar, Brooklyn, N. Y., to Shelton, 
Conn., and Framingham, Mass., applicable and not unreasonable 
or otherwise unlawful. Charges were based on estimated weight 
of 9.5 pounds a gallon. Complainant sought reparation based on 
weight of 8 2-3 pounds. 


Switch at Chariton, la. 


No. 26451, Lucas County Farm Bureau et al. vs. C. B. & Q. 
et al. By Examiner Horace W. Johnson. Dismissal proposed. 
Complaint asked for establishment of a switch connection be 
tween the C. B. & Q. and the C. R. I. & P. at Chariton, Ia. 
The examiner said the record did not warrant a requirement 
that the connection sought be established, 


Contractors’ Equipment 


No. 26441, Utah Construction Co. vs. Nevada Central et al. 
By Examiner Herbert P. Haley. Dismissal proposed. Rate, 


contractors’ Austin, Nev., to Ogden, Utah, not 


unreasonable. 


equipment, 


Ground Bentonite Clay 


No. 26044, Federal Foundry Supply Co. vs. B. & O. et al 
By Examiner William A. Disque. Dismissal proposed. Rates, 


ground bentonite clay, Joliet, Ill., to various destinations in 
Official classification territory applicable and not unreasonable. 


Steers 


No, 26282, Jay D. Weil vs. Pennsylvania et al. Supple- 
mental report proposed by Examiner Elza Job. In the previous 
proposed report, dealing with rates on steers, West Point, Miss., 
to Jersey City, N. J., it was recommended, among other things, 
that the Commission should further find that the applicable 
rate “is, and for the future will be, unreasonable to the extent 
that it exceeds or may exceed, 66 cents, but not unduly preju- 
dicial. Due to the fact that the Western Railway of Alabama, 
which participated in the considered movement, is not a party 
defendant herein, an order for the future may not be entered. 
The complaint should be dismissed.” It is now proposed, on 
an amended complaint making the Western of Alabama an 
additional party defendant, to eliminate the part of the rec- 
ommended finding above relating to that carrier, and to make 
a finding and order for the future. 


Coal Car Service 

No. 26577, J. K. Dering Coal Co. et al. vs. C. C. GC. & St. L. 
et al. By W. P. Bartel, director of the Bureau of Service. Pro 
poses finding that refusal of C. C. C. & St. L. and N. Y. C., 
lessee, to furnish car service at complainant’s mine about 2.5 
miles from Eldorado, Ill., over its private track with which the 
defendants have connection, while at the same time furnishing 
car service at other mines in the same district, be found un 
reasonable and unduly prejudicial of other mines in Saline 
county, Ill., now served by defendants. Director Bartel said 
defendant (C. C, C. & St. L. and N. Y. C.) had expressed a 
willingness to serve complainant’s mine provided it was given 
exclusive right to use complainant’s track between its con- 
nection with that track and the mine tracks, but that this right 
complainant was not in a position to give because of a prior 
agreement with the Illinois Central. 


MILWAUKEE ABANDONMENT 


A recommendation that division 4 of the Commission find 
that the present and future public convenience and necessity 
permit the abandonment by the Chicago, Milwaukee, St. Paul & 
Pacific Railroad Company of a branch line extending from a point 
near Babcock to Norway, 15.84 miles, in Wood, Juneau, and 
Monroe counties, Wis., has been made by Examiner C. P. Howard 
in a proposed report in Finance No. 10440, The examiner said 
the facts of record led to the conclusion that the line had been 
operated at a loss for the last six years and that there was no 
definite prospect of such an increase in traffic as might justify 
the hope that it might become self-supporting. 

In the opinion of one of its witnesses, the applicant, said 
the report, would be willing to sell the line at its salvage 
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value to anyone Wishing to operate it as a railroad, its salvags 
value being estimated at $12,500. Otherwise, the report said, th, 
applicant would be willing to donate for highway purposes its 
interest in the right of way. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10598, granting authority to Leg} 
R. Powell, Jr., and Henry W. Anderson, receivers of the Seaboard Aj; 
Line Railway Company, to assume obligation and liability in re 
of not exceeding $1,700,000 of class A, and not exceeding $420 
class B, equipment trust 4% per cent certificates, series EE 
ssued by the Guaranty Trust Company of New York, as truste¢ 
sold at not less than par in connection with the procurement 
tain equipment, approved 

Report and order in F. D. No. 10580, granting authority t 
New York, Chicago and St. Louis Railroad Company to assume oblig 
tion and liability as guarantor in respect of $137,000 of first-mor 
144-per cent bonds of the Toledo Terminal Railroad Compa 
$416,000 of first-mortgage 4-per cent bonds of the Detroit & 7 
Shore Line Railroad Company, said bonds to be sold for cash ar 
proceeds used to reimburse the treasury for capital expenditures 
therefrom, condition prescribed (Provided, however, and this auth 
is granted upon the express condition, that no part of the proceed 
from the sale of 1id bonds shall be applied by the applicant ir 
bursement of its treasury or otherwise until a statement of the ex 
penditures to be certified to the trustee of its refunding mortg 
dated March 1, 1924, shall have been filed with and approved | 
Commission.) approved 


FINANCE APPLICATIONS 


Finance Ni 10629 Louisville & Nashville Railroad (C« 
authority to abandon its line between Hematite and Pond, Ten 
miles, and it branch between Van Leer and Cumberland Furn 
Tenn., 6 miles 

Finance No. 10630. Baltimore & Ohio Railroad Co. asks authorit 
if required, to acquire trackage rights over the Pittsburgh & L 
Erie between McKeesport, Tenn., and New Castle Junction, Pa., for 
the operation of a limited number of its passenger and freight tr 
in through service between McKeesport and New Castle Jur 
Arrangement proposed contemplates use of a “‘bridge right’’ only 
a railroad which parallels applicant’s present line the entire dist 


between points the trackage arrangement is sought, according t 
plicant, which says it does not contemplate the abandonment 

existing line which will continue in operation for local service 
will the freight service accorded industries on the existing lin 
disturbed Applicant said the request for authority to acquire 


Y ] 


trackage right was in the interest of safer and more economical o] 


ation, as under the rrangement fast through passenger trains w 

be operating in territory where helper engines are used on heavy 
vature and ill through trains, passenger and freight, will have 
benefit of low grade, practically river lever, over a line of fror 
to four tracks The agreement provides, among other things, for 


licant for the rights, for oper 
trains a day, extra trains 





nual payment of $250,000 by the ap 
over the tracks of not more than 22 
paid for at rate of $30 each 

Finance No. 10631 W. H. Bremner, as receiver of the Minn 
& St. Louis Railroad Co., asks authority to issue $1,185,000 of rece 
certificates in renewal of an obligation for a like amount outst 

Finance No. 10628 Receiver of the Apache Railway C« s 
authority to issue and sell $28,000 of 6 per cent receiver’s certif 
cates to pay taxes, 

Finance No. 10632 New York Central Railroad Co. and E 
ville, Indianapolis & Terre Haute Railroad ask authority to ) 
operation, under a trackage agreement, over the Southern Railw 
and the Southern Railway Co. of Indiana between a point near 
land City and a point near Francisco, Ind., 7.09 miles, heretofore 
by applicants to serve a coal mine from which shipments 
longer being made 

Finance No. 10633. Delaware & Hudson Railroad Corporatio: 
authority to ie and reissue from time to time not to exceed }lt 
, standing promissory notes, bearing ¢ 





H00,000 at any one time ou 
annum with maturities not later than October 1, 1936 The 
tes now outstanding 


$11,475,723.25 of me 


imount include 
NEW JERSEY CLASS RATES 

Following its decision in No intrastate class rates 
in New Jersey (see Traffic World, Aug. 4, p. 174), the Commis 
sion has entered an order requiring the respondents to ceast 
and desist on or before December 1, 1934, from the undue 
prejudice and preference which, as found in the Commission 
report, would result from rates prescribed by the Board of 
Public Utility Commissioners of New Jersey, and to establish 
on or before December 1 by not less than thirty days filing and 
posting class rates between Camden, N. J., and points as to 
which Camden is intermediate over short-line routes, on the one 
hand, and other points in New Jersey commonly grouped wit) 
New York, N. Y., as to class rates between Philadelphia, Pa. 
and New York, N. Y., on the other hand, which shall not b 
lower than the present class rates between Philadelphia, Pa. 
and said points in New Jersey commonly grouped with New 
York, N. ¥ 


Oren 
200 (0, 


FINAL VALUATIONS 


Valuation No. 1192, United Railways Co. (Oregon), opinion 
B-938, 46 Val. Rep. 648-72 Final value of property owned and 
$4,250,000, of property used but not owned, $127,051, and of proper 
owned but not used, $57,600, as of December 31, 1927. 

Valuation No. 1163, Flint Belt Railroad Co., opinion No B-9 : 
Val. Rep. 673-88 By division 1 Final value for rate-making pur: 
poses of property owned and used for common carrier purposes found 
to be $1,000,000, and of property used but not owned, $3,100, a5 ™ 
December 31, 1927 . 

Valuation No. 1198, Chicago Union Station Co., opinion No, B- , 
16 Val. Rep. 559-84. Final value for rate-making purposes of ag O 
erty owned and used for common-carrier purposes found to 
$46,540,000, and of property owned but not used, $2,850,000, as of 
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ADVANCED FREIGHT RATES 


The Trafic 





rld Washington Bureau 


one of its main twin hearing rooms the Commission, 
Commissioner Aitchison in charge, assisted by Examiner 
rd Hosmer, began the taking of testimony, October 1, in 
Ex Parte No. 115, increases in freight rates and charges, 1934, 
in which the railroads are asking for authority to make in- 
wreases in rates and charges estimated to yield additional 
! of $170,000,000 annually, after taking into considera- 
uch traffic as may be lost to competing agencies of trans- 
tation as the result of the proposed increases, 
rhe new hearing room, housed in a building within a build- 
having been constructed in a court of the Greek Temple in 
hich the Commission is now making its home, appeared to 
a perfectly proper place in which to ask for more money. 
Memories of the drab, low-ceilinged hearing room in the Com 
nission’s old building on upper Pennsylvania Avenue faded 
away as the eye glanced up the stately paneled walls to the 
skvlight roof far above. Yet in this atmosphere of richness 
tales were to be told of hardship by railroads and by their 


Although the new hearing room is elegant and was sup 


sed to be quiet and restful, it turned out to be, with respect 
earing what was being said, the greatest disappointment 
able. It was worse in that respect than the old hearing 

m When it was filled to overflowing, as it was on the 
two first days, with men each of Whom had a piece of'rustling 
per in his hand, it was impossible for more than half of 


in it to hear anything more than a few words at a time 
he attendance Was so great that there were not enough metal 
therefore, noiseless chairs to accommodate those wishing 
hear Therefore, the Commission had dragged into use the 
each warranted to let out a squawk just at 
most significant word in 


queaky ones, 
e time a witness was uttering the 
sentence 

Commissioner Aitchison, though the possessor of a robust 
tone singing voice, appeared at times to be holding a 
confab with a witness, who thought it sufficient, judging 
the volume of his tone, for the stenographic reporter to 
what he said. Those attending the hearing several times 
sed Commissioner Aitchison and the speaker to be “louder.” 
In an opening statement, R. V. Fletcher, general counsel 
the Association of Railway Executives, said that, in asking 
for an increase in freight rates as proposed, the railroads simply 
ght to be classfied with industry generally and be permitted 
ivance the price of what they had to sell when costs they 

i not control made such a course imperative. 
Due to circumstances over which they have no control, 
e operating expenses of the railroads have been increased by 
arly $300,000,000 annually,” said Mr. Fletcher. “Without an 
ncrease in the rate base, the railroad industry this year will 
probably fall short of earning fixed charges by $73,000,000, as 
npared with a similar deficit of less than $6,000,000 in 1933. 
lt must not be concluded that this situation is due in any 
egree to operating inefficiency. Our testimony will conclu- 
y demonstrate the contrary. We will show that in the 
le ending with 1933 speed of freight trains between ter- 
s has been increased 50 per cent; the average tractive 
ver of locomotives has been increased 26 per cent; the 
erage cost of handling freight traffic per 1,000 ton-miles has 
reduced 40 per cent; the average efficiency of coal used 


f ] 


aS fuel has been increased 25 per cent. 


The increase in operating expenses is due to a combina- 
increased wages and rising prices of the materials and 
, Supplies used in railway operation. The wage increase was the 


me of a controversy in the solution of which the President 
{ the United States and the Federal Coordinator of Trans- 
rt nm participated. It assumed, therefore, the aspect of a 
ernmental activity. 
he increase in material costs followed the operation of 
National Industrial Recovery Act and the adoption of the 
organized thereunder. Our testimony will show that 
we compare 1934 with 1933, the cost of fuel coal has in- 
1 29.5 per cent; fuel oil shows an increase in the same 
of 32.8 per cent; cross ties, 23.6 per cent; timber and 
54.2 per cent; iron and steel products, 6.3 per cent; and 
laneous items, 14.1 per cent; making a weighted average 
on all commodities purchased of 20.4 per cent. 
his case is based upon the crying need of the railroads 
reased revenues. While the gross revenues of the car- 
Me tor 1933 fell 50.7 per cent below the revenues of 1929, 
expenses have kept pace with a decrease of 50.1 
per n It is impossible, however, to maintain this ratio in 
u of rising labor and material costs. In determining upon 
for a moderate increase in revenue the railroads were 
nmindful of the conditions that prevail in industry, nor 
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unaware of the threat of competitive agencies. They have also 
borne in mind what has been said by the Commission in criti- 
cism of proposed percentage advances. They have, therefore, 
carefully examined the entire commodity list and proposed 
such advances as will produce rates that are no more than 
fair and reasonable and that will not result in substantial loss 
of traffic. 

“The proposition to increase these rates comes at a period 
of steadily rising commodity prices. It is put forward in all 
seriousness and not for some fancied and fantastic reasons of 
policy. The railroads are not trifling with their patrons from 
any foolish conception of What strategy demands. They are 
simply asking to be classified with industry generally and to 
be permitted to advance the price of what they have to sell 
when costs which they cannot control make such a 
imperative. 

“Some question may be raised as to why the roads are 
asking for no more than $170,000,000 when their figures show 
an increase of almost $300,000,000 in expenses. The candid 
and sufficient answer is that the traffic officers of the roads are 
not able to say with any assurance, after a careful survey of 
the whole field, that increases in greater amount than those 
proposed would be productive of increased revenue and at the 
same time be safely within the zone of reasonableness.” 


course 


Dr. Parmelee Testifies 


The need for additional revenues to meet rapidly rising 
costs of operation was urged by Dr. Julius H. Parmelee, direc- 
tor of the Bureau of Railway Economics, who appeared as the 
first witness. 

Tracing the course of railroad traffic and earnings through 
out the last five years the witness said that in the first seven 
months of 1934 deficits were incurred by companies operating 
more than two-thirds of the total railway mileage of the country 

“In 1929,” Dr. Parmelee testified, “railway companies operat- 
ing four per cent of our total railway mileage incurred deficits 
The proportion of total railway mileage operated by carriers 
incurring deficits increased to 16 per cent in 1930; increased 
again to 42 per cent in 1931; and rose still further to 68 per 
cent in 1932. There was then a decline to 58 per cent in 1933, 
but in the period from January 1 to August 1 this year, this 
percentage has risen again until now 67.4 per cent of the rail- 
way mileage of the country is being operated by companies 
which have incurred a deficit so far this year. 

“Companies operating at a net loss in 1933 reported an 
aggregate deficit of almost $153,000,000. This represents the 
extent to which considerably more than half the railway mileage 
last year operated in the red. The corresponding aggregate 
deficit of companies operating at a loss in the first seven months 
of 1934 is approximately $99,000,000. 

“As of August 1, 1934,’” continued Dr, Parmelee, “twenty- 
six Class I railroads operating a total of 40,565 miles of line 
were in the hands of receivers or trustees in bankruptcy. 
Twenty-two of these 26 companies, operating 37,910 miles of 
line, went into receivership or trusteeship during the years 
1930, 1931, 1932 or 1933. Twelve companies with 20,149 miles 
of line were placed in the hands of receivers or trustees in the 
year 1933 alone. 

“In addition to the serious situation reflected in the fore- 
going figures, study of recent results in the net income factors 
brings out the fact that whereas net income generally increased 
over the preceding year, from May, 1933, to April, 1934, the 
reverse is now true. Net income, which had shown substan- 
tial percentages of increase over the previous year in every 
month from May, 1933, with but a single exception, declined 
23 per cent in May, 1934, and dropped 73 per cent in June, 1934, 
below the levels of the previous year, while net income of 
$30,000,000 in July, 1933, was replaced by a deficit of $7,000,000 
in July, 1934. Judging from the most recent figures which 
show continuing declines in freight traffic during August and the 
first three weeks of September, 1934, the downward sweep of 
the curves of traffic, revenues and net earnings has not been 
checked. This may be more clearly visualized if I call atten- 
tion to the fact that in every one of the first 26 weeks of the 
year, to June 30, an increase in carloadings was _ reported, 
averaging 15.4 per cent for the period; while in every one of the 
12 weeks since July 1 a decrease in carloadings has been just 
as regularly reported, averaging 4.4 per cent for the period 

“In addition to the downward trend of railroad traffic and 
gross earnings from the present low levels, the carriers find 
themselves confronted with immediate and substantial increases 
in their operating expenses which will tend to even further 
reduce the level of net earnings. After protracted negotiations 
early in 1934, agreement was reached between the carriers and 
their employes to gradually restore the 10 per cent deduction 
in railway wages which had been effective since February 1, 
1932. One-fourth of the deduction Was restored on July 1 this 
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year; a second one-fourth is to be restored on January 1, 1935, 
and the remaining one-half of the deduction is to be restored 
on April 1, 1935. The complete restoration of the wage deduc- 
tion, On the basis of the estimated 1934 payroll, will increase 
railway operating expenses by the annual] total of $156,195,000. 

“Furthermore, current railway operating expenses have not 
yet fully reflected the substantial increases which have occurred 
in the prices of the various materials and supplies used in 
railway operation. From May, 1933, to the present time the 
prices of materials and supplies used in railway operation have 
shown an increase of 20.4 per cent, which, on the basis of 1934 
consumption, represents an increase of $134,367,000 in railway 
operating costs. A still further increase in expense arises from 
the operation of the Railroad Retirement Act, which became 
effective on August 1 and the constitutionality of which is now 
being questioned in the courts. 

“The actual net railway operating income earned in the 
first seven months of this year amounted to $261,000,000. As- 
suming, in spite of the present downward trend of traffic, that 
the net earnings of the last five months of this year will equal 
those of the same months of 1933—$254,000,000—this would 
yield a total of net railway operating income for the year 1934 
of $515,000,000. From this estimated total, however, there must 
be deducted, for the period August-December, sums of $17,000,000 
representing increased wages; of $55,000,000 representing in- 
creased costs of materials and supplies; and of $26,000,000 
representing the cost to the railroads of the Railroad Retire- 
ment Act. This would produce a net railway operating income 
for the year of $417,000,000 and would leave, after the payment 
of fixed charges, a net deficit of $73,000,000 for 1934 as compared 
with a deficit of less than $6,000,000 in 1933. Furthermore, had 
these three items of present and prospective increased cost 
been in effect throughout the entire year 1934, it appears that 
the final results of operation for the year would have been a 
net deficit in excess of $280,000,000.” 


Railroads Revise Appendix 


Traffic executives on September 28 filed with the Commis- 
sion revised appendix II to the petition of the Class I railroads 
for authority to increase freight rates and charges, which re- 
sulted in the initiation of Ex Parte 115. At the same time they 
made public a parallel column statement of the new provisions 
and as they appeared in the original appendix. 

For example, section 2, paragraph (e) on page 25 of the 
original petition provides that commodity rates (carloads and 
less) between Pacific coast terminals and intermediate points, 
on the one hand, and eastern points (groups A to J, inclusive, 
in Trans-Continental Directories 40 and 41) on the other hand, 
to be increased 10 per cent, except as otherwise shown in 
parts B, C or D. As revised that part of the application is 
to extend from groups A to N, inclusive. 

Another change in section 6, paragraph (b) page 25, re- 
moves the limitation in the provision for a 25 per cent increase 
in charges for storage and handling, loading or unloading, re- 
consigning, diversion, fabrication, other transits, and other 
accessorial services (except transit of grain and grain products 
and stopping for fattening, grazing and feeding of live stock in 
transit) so that that increase will apply to export, import, coast- 
wise, or intercoastal traffic at Atlantic, Gulf and Pacific ports, 
which traffic was excepted in the original document. 

Changes are made throughout the appendix, some of which 
will cause a greater increase which was originally proposed and 
some which will reduce the increase originally set forth in the 
appendix, or limit the territorial scope of application. Some 
changes are made On account of omissions in the original. For 
instance, group 391, page 35, sulphur, is to be changed from “the 
97 gross ton rate will be increased to $1.20” has been changed 
to read that “the 97 and 107 cents gross ton rates will be in- 
creased to $1.20 and $1.30, respectively.” 

Some of the changes are additions to the appendix as 
originally presented. For illustration, in part E, page 54, an 
addition consists of “group No. 3, sugar, beets for distances 
50 miles or less, from, to or within the states of Nebraska, 
Wyoming, Montana, North Dakota, South Dakota, Minnesota, 
Colorado, Utah and Idaho.” Those states are taken from the 
exempted list. The revised appendix is as complex as the 
original. 


Gormley Testifies 


The railroads of the United States are transporting freight 
with the greatest efficiency on record despite the decline in 
traffic in recent years due to business conditions, according to 
M. J. Gormley, president of the American Railway Association. 

He said that in 1933, the last year for which this informa- 
tion is available, the ratio of freight transportation expenses 
to total freight revenues was 30.1 per cent, the lowest for 








The Traffic World 





Vol. LIV, No. 14 


any year since 1920, in which year, Mr. Gormley said, the ratig 
was 49.6 per cent, while in 1929 it was 31.3 per cent. 

“During period of declining traffic and revenues,” Mr. Gorm 
ley said, “management is called upon to exercise its greatest 
efforts in the direction of efficiency and economy of operation, 
in order, first, that adequate service shall be maintained, anq 
second, that the rate of reduction in expenses shall be closely 
approximated to the rate of decline in revenues. 

“In order to reduce expenses in proportion to the reduction 
in revenues, the efficiency and economy measures effectively 
utilized during the period of 1923 to 1929 had to be continued as 
well as a widespread readjustment and reorganization of operat 
ing policies. A review of the trends of operating revenues and 
expenses over a period of years shows what railroad manage. 
ment has accomplished in keeping the relation between income 
and outgo fairly constant from year to year, 

“In maintaining the stability of the operating ratio during 
the past four years of economic depression, the carriers reduced 
operating expenses by $575,000,000 in 1930 under the preceding 
year, by a further $708,000,000 in 1931, by another $820,000,000 
in 1932, and still further by $154,000,000 in 1933. The reduction 
in 1933, compared with 1929, amounted to $2,257,000,000, or 50.1 
per cent. This compares with a 50.7 per cent decline in revenues 

“It has been a real achievement on the part of railway 
management to keep freight transportation expenses within the 
limits dictated by the precipitous drop in revenues, 

“The greater part of the increase in efficiency and economy 
in the operation of the railroads has been due to the very large 
capital expenditures which have been made since 1923 for 
improved locomotives, cars, signals, track and other things 
leading directly to operating efficiency. The opportunity fo 
future economies and efficiency in operation depends in a very 
large degree, and more than upon anything else, on a continua 
tion of the policy of replacing the less efficient types of cars 
locomotives and other appliances. This necessitates a continu 
ing and liberal expenditure of capital. The full fruits of efficiency 
are not realized unless they are accompanied by a continuing 
reduction in the number of units required to handle a give 
amount of traffic.” 

Mr. Gormley said that compared with the end of the year 
1925, Class I railways, on August 1, 1934, owned 376,652 fewer 
freight cars and 14,906 fewer steam locomotives, adding: 

“Improved operating methods, resulting in more effective 
use of each freight car and locomotive power unit more than 
off-sets the loss in total carrying capacity. 

“Particular attention is called to the fact that there have 
been no decreases, in fact some increases, in the tons per car of 
carload traffic of the various commodities. For instance, with 
respect to products of mines, if there had been no increase i! 
the actual tonnage loaded per car, 1933 compared with 1920, it 
would have required 575,000 more carloads to transport the 1933 
tonnage of these commodities than were actually used. The im 
provement as to wheat is also striking. If there had been n 
increase in the average tonnage per car, 1933 compared with 
1920, it would have required 37,000 more carloads to transport 
the tonnage than were actually used. 

“The saving in maintenance and other operating costs du 
to the lesser number of freight cars and locomotives in service 
has been one of the outstanding economy measures introduced 
in recent years by railroad management. 

“These reductions are entirely due to the money spent for 
the replacement of old and inefficient equipment with more mod 
ern units, to increased speed of movement, and to more efficient 
handling of cars by shippers. 

“There is every likelihood that with sufficient and proper 
credit to enable a continuation of the policy of replacing the less 
efficient units of equipment, it will be unnecessary for a long 
time to come, at least, to increase the ownership in numbers 
as it stands today. No figures are available to show what this 
reduction in ownership of equipment units has meant in reduc 
tion of operating expenses, but without doubt it is a very large 
item. 

“The last few years have shown a great many improvements 
in locomotives of various kinds, construction of cars, and de 
creased weight, without sacrificing capacity or necessary) 
strength. It is not possible to predict today what the future 
will produce in the way of further improvements, but there 
appears to be considerable opportunity for improvement in this 
direction by the use of lighter weight materials in equipment 
construction, freight as well as passenger.” 

Adequacy and efficiency of transportation were treated, 
orally, by Mr, Gormley, to a limited extenf. Most of his treat 
ment was put into the record in the form of tables with 4 
explanation of the figures shown therein. But he was willing 
to read what he had prepared. Commissioner Aitchison asked 
him whether it was necessary to read the whole of it. Mr. 
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Gormley agreed that it would be just as well for him to put 
rat he had prepared into the record without reading. 


Expedition Advocated 


iving of time and compression of the record were urged by 
Commissioner Aitchison at the initial session of the hearing. 
He said that, at times other commissioners were expected to 
listen to the testimony as their other engagements would per- 
The hearing, on account of the work of the Commission, 
he said, would be before a single commissioner. Its docket, he 
ssid was heavy. 

Of course,” he added, “the decision will be made by the 
whole Commission.” 

Organization of those appearing before him was urged by 
Commissioner Aitchison, with a view to having spokesmen for 
each interest. 

Please co-operate with us,” he urged, adding that the rail- 
roads had appointed a committee to help in getting the pro- 
ceedings into as simple a matter as possible. As aides to him- 
self he announced that Examiner Hosmer, Assistant Director 
Hardie of the Commission’s Bureau of Traffic, Director Lorenz 
of its Bureau of Statistics, Examiner Witters and Examiner 
McGrath had been appointed to attend the hearing. Hosmer, he 
i should be consulted as to procedure, Hardie as to tariffs 
No specific 


mit 


salt 
and tariff construction, and Lorenz as to statistics, 
duties were assigned to the others. 

Commissioner Aitchison also announced that the Commis- 
ion, under the co-operative arrangement with state commissions, 
would be assisted by representatives of such commissions, com- 
posed of E. K. Murray of the Washington body; J. J. Murphy, 
South Dakota; E. O. Thompson, Texas; Hugh White, Alabama; 
losiah J. Evans, South Carolina, and Nelson Lee Smith, New 
Hampshire. The state commissioners sat with Commissioner 
Aitchison. 

Shippers and railroads alike were urged to restrict cross- 
examination to as few counsel as possible. Matters in issue, 
Commissioner Aitchison said, involved between $400,000 and 
$500,000 a day. Therefore, he said, anyone who wasted time 
took upon himself a heavy responsibility. 

‘Give us only the facts that are needed,” said the presiding 
“This is not the time or place for argument. 
You will have the 
Reserve your 


mmissioner, 
We have not the power to decide this matter. 
pportunity to face those who will decide it. 
arguments for them.” 

As to hearings outside of Washington, Commissioner Aitchi- 
son, saying the Commission had received many communications 

that subject, said that an announcement on that point would 
be made as soon as _ possible. 


Motion to Dismiss 


John E. Benton, general solicitor for the National Associa- 

1 of Railroad and Utility Commissioners, submitted a motion 

dismiss the proceeding in so far as No. 17000, part 7, Rates 
and Grain and Grain Products in the Western District and for 
Export, No. 17000, part 2, Western Trunk Line Class Rates and 
the Consolidated Southwestern Cases, were concerned. He 
submitted the motion on behalf of the regulatory bodies of 
Colorado, lowa, Kansas, Louisiana, Minnesota, Missouri Montana, 
Nevada, North Dakota, Oklahoma, South Dakota, Utah, Washing- 
ton, Wisconsin and Wyoming. Dismissal was asked on the 
und that in the first mentioned case, the matter had been 
submitted and stood for decision; that in the Western Class 
Rates case, arguments had been heard and decision was awaited; 
and that in the Consolidated Southwestern Cases as well as the 
others a tremendous expense had been placed upon shippers in 
the original and reopened proceedings. The state bodies con- 
nded that the public was entitled to have decisions on the 
ecords as made. In part the motion said: 





t 


irriers’ petition in this proceeding seeks to nullify the be- 
tioned proceedings, which have been fully heard and sub- 
cluding the extended records which have been made therein 
normous expense to the public, and seeks in a new proceed- 
ipon a new record, to be made herein, to procure an authori- 
f rates applicable to grain and grain products in the Western 
and for export, and applicable to traffic embraced in said 
roceedings, which the carriers themselves have determined 
nd present for approval in this proceeding. To permit the ac- 
shment of this purpose, thereby depriving the public of the 
f the long extended proceedings before mentioned, and thereby 
upon the parties to said proceedings the burden of again 
ng evidence and exhibits and making presentation thereof, 
nstitute a denial of justice. 
proceeding is not a general rate case, in which uniform per- 
advances are sought in all rates, in which the exception of 
rates or groups of rates from the scope of the proceeding 
inconsistent with the relief sought. Ow the contrary, it is a 
ng in which rates on particular commodities, and particular 
f rates, are sought to be separately dealt with in different 
some being excepted from any advance and others being 
ted to advances of different amounts and percentages. There is, 
ly, no occasion for the carriers by their petition to bring 
le scope of this. proceeding the rates which are involved in 
e-mentioned prcceedings, in which hearings have been con- 
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cluded, and in which the Commission is now preparing decisions and 
orders which will fix the rates involved upon just and reasonable 
levels 


Arthur R. Cleary, speaking for Pacific northwest grain 
growers, said that he did not agree with the position taken 
by the Washington authorities. Commissioner Aitchison in- 
terrupted to say that Mr. Cleary probably would have a chance 
to speak on the matter when the proceeding was submitted. Mr. 
Cleary, however, said that that would not do because he thought 
the people for whom he was speaking were entitled to know 
before that time whether they were to be subjected to additional 
expense. Commissioner Aitchison said that he had not had time 
to read the motion made by Mr. Benton but that it would have 
appropriate consideration. 

When the hearing was begun, as usual in general cases, 
the hearing room was crowded. However, before the initial 
session had come to an end the attendance began receding, 
which was also in accordance with what had happened in other 
general cases. 

Lawrence on Stand 

D. T. Lawrence, chairman of the Association of Eastern 
Traffic Executives, occupied the witness chair for hours ex- 
plaining the precise proposals. They were believed to be clear 
to traffic officers as well as tariff compilers. It developed, how- 
ever, that some of the traffic men could not read them to their 
own satisfaction as to their meaning without much help from 
Mr. Lawrence. Commissioner Aitchison found one or two points 
that baffled him to such an extent that he advised R. W. Barrett, 
vice-president and general counsel of the Lehigh Valley, who 
was examining Mr. Lawrence, to have the points put into lan- 
guage Mr. Aitchison said he could understand. Mr. Aitchison 
said the provisions for increasing class and commodity rates 
under various rules were such that he could not write an intel- 
ligible report about them to the Commission. Willis Crane, 
attorney for petroleum, apple and fruit and vegetable interests, 
went over ground the commissioner had traversed. Commis- 
sioner Aitchison told Mr. Crane that he was covering the same 
ground that he had tried to cover. Mr. Crane asked the com- 
missioner what conclusion he had reached and the commissioner 
told him about the advice to Mr. Barrett. 

In his direct testimony Mr. Lawrence said that traffic officers 
estimated that the proposed rates would increase, not decrease, 
revenues and that the increase would total in round numbers, 
$172,000,000, a sum $2,000,000 greater than the one used in the 
body of the petition signed by the higher executives, without any 
allowance for increases in revenue that might result in higher 
accessorial charges. That estimate, Mr. Lawrence said, was 
based upon the assumption that in the year following the grant 
of the higher rates the volume of traffic would be 10 per cent 
greater than in 1933. He said the estimate was net, that is, 
it allowed for probable losses of some traffic on account of the 
higher rates to competing forms of transportation. 

In answer to questions by Mr. Barrett Mr. Lawrence said 
that short haul rates were not increased as much as some of 
the longer hauls because it was feared such increases would 
result in losses of traffic to competitors. External competition, 
Mr. Lawrence admitted, contrained the traffic executives to re- 
frain from increases in the higher classes of class rates, that 
is, in those less than 50 per cent of first class in the eastern 
district, 

Mr. Lawrence was asked many questions by attorneys for 
shippers, the questions being intended to make the proposals 
clearer to those who asked questions. A table submitted by Mr. 
Lawrence showed estimates of increased revenue from groups 
of commodities as follows: 

Products of agriculture, $18,790,377; animals and products, 
$12,224,449; products of mines, $69,996,727; products of forests, 
$7,628,285; and manufactures and miscellaneous, $47,919,694; 
making a grand total for carload freight of $156,559,532. The 
increase from less-than-carload freight was estimated at $15,- 
785,839, making a grand total of $172,345,371. The total showed 
how the estimates were made, For instance, the increase on 
wheat was estimated at $4,102,152. A footnote said that that 
was arrived at by applying a three cents a hundred increase to 
one-half of the traffic originated in western territory and to one- 
fourth of the traffic (except flaxseed) originated in southern 
territory. 

Increases of $11,293,498 on anthracite coal, $46,167,468 on 
bituminous coal and $1,834,696 on coke, were arrived at by 
applying an increase of 20 cents a net ton to the expected ton- 
nage. 

An increase of $6,780,822, attributed to petroleum oils, re- 
fined, and all other gasolines, was the result of an estimate that 
the increase in rates would average one cent a hundred pounds. 
An increase of $4,042,487 on iron and steel in official classification 
territory was obtained by estimating the increases to be 1.5 
cents a hundred pounds. 







+ 


re a EE a 


RA ap OE 






en ie ae 


ORG OE cre RY I ce a A a tg a NS RT Le RINE 


Oe 


en ee 


a 


ne 


aes 


nats 


stead 


ete 


Pe Fee ban eae 


PAGE 526 


At one point in the course of his answering of questions 
as to the meaning of provisions in the petition for permission 
to increase rates, Mr. Lawrence expressed the belief that the 
thoughts in the details of the petition were clear enough to 
enable a shipper to find out whether he was interested in a 
particular item or items. 

“But you must remember that the construction of a con- 
tract is a matter of law and that the language used in a rate 
proposal must be such as can be understood by lawyers,” said 
Commissioner Aitchison, whereat there was great laughter, 
whether at the expense of the witness or the commissioner 
was not clear. 

Mr. Barrett, who was conducting Mr. Lawrence’s examina- 
tion, agreed with Commissioner Aitchison, suggesting that the 
tariff men should have mercy upon such poor lawyers such as 
he was. Commissioner Aitchison further suggested that judges 
might be called upon to construe the language that was being 
used, 

“Oh, but our tariffs will not be like this,” exclaimed Mr. 
Lawrence, referring to the precise instructions to tariff com- 
pilers contained in the petition of the carriers, 

In answer to questions by Willis Crane, Mr. Lawrence said 
that the proposal as to fuller’s earth was 10 per cent on traffic 
into trunk line territory with a maximum increase of two cents 
a hundred pounds when the movement was on commodity rates. 

Warren H. Wagner brought an admission from Mr, Law- 
rence that all parts of a combination rate would be increased 
in accordance with the provisions in respect of the traffic in 
question. Mr. Wagner made the application to livestock and 
Mr. Lawrence said that each factor would be increased, within 
the limitations set forth in the petition, while a joint rate would 
take but one increase. When Mr. Wagner wanted to know 
about western trunk line class rates Mr. Lawrence made an- 
swers but suggested that Mr. Wagner ask the same questions 
when a western trunk line territory witness was upon the stand 
so as to check his answers. 

Wilbur LaRoe, Jr., by questions, emphasized the admission 
of Mr. Lawrence that each factor of a combination would be 
increased and that, therefore, as Mr. LaRoe suggested, the 
accident of the form of publication of a rate would control, in 
many instances, the amount of the increase, “or exemption,” 
Mr. Lawrence added. 

Commissioner Aitchison and others found it impossible to 
understand the rule with regard to “mixed carload shipments” 
on page 27 of revised appendix II of the petition of the carriers 
saying that “commodity rates on mixed shipments will be in- 
creased by the greatest increase for any part in a shipment,” 
to which was added a note saying “this rule will not apply 
where tariffs or governing classification specifically provide for 
the method of computing charges on mixed carload shipments.” 

Mr. Barrett promised to find the man who proposed and 
insisted upon that provision and make him explain it. 

“And if you don’t find him may we consider that you have 
abandoned it?” asked Luther M. Walter. 

“So far as I am concerned you may so assume,” said Mr. 
Barrett. 

In answer to J. V. Norman, Mr. Lawrence admitted that the 
petition did not provide for protection of combinations on 
lumber so that only one increase of three cents would be made. 
Mr. Norman observed that that meant that the amount of an 
increase would depend upon the method of publication of the 
rate or rates. 

When there were no more questions for information, Mr. 
Barrett asked that the cross-examination of Mr. Lawrence be 
begun while the matters that had been brought out were still 
fresh in the minds of those interested. Commissioner Aitchison, 
however, said that cross-examination would be put off until the 
shippers had had a chance to study the testimony. 


Statement by Denney 


Owing to illness, President Denney, of the Erie, was un- 
able to be present to present testimony of a general character 
as had been planned. However, what Mr. Denney would have 
said had he been present was stipulated into the record with 
the understanding that if anyone desired to cross-examine him 
Mr. Denney would be present or someone would adopt his tes- 
timony and submit to cross-examination. Mr. Denney used 
figures in his statement which might have led to cross-examina- 
tion, although like figures were used in carrier exhibits and 
those desiring to cross-examine could have probed into them. 

Nothing was more essential to public recovery than the 
prompt improvement of the purchasing and employing capacity 
of the railroads, said Mr. Denney’s statement. He urged the 
Commission to grant the petition of the carriers. 

“A survey of the situation,’ said Mr. Denney’s statement, 
“has satisfied me that even if an increase in traffic may be 
expected, it may not be expected in time or in sufficient vol- 
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ume to ward off the necessity for increased revenues whic} 
we are seeking. Railroad executives, as does every other cit; 
zen interested in the welfare of the country, hope for a sy! 
stantial increase in business and revival in trade and industry 
commensurate with the numerous governmental activities noy 
being undertaken in cooperation with private capital, to bring 
about such a revival. 

“The anticipated upturn in business and traffic has recent) 
not continued and the gross revenue for 1934, judging fron 
present and recent traffic, will not be materially greater tha; 
for 1933 and may not equal it. 

“Prices of goods and commodities have generally been j{, 
creased during the last year, Railroad rates since the elimina 
tion of the emergency surcharges on September 30, 1933, hav 
not been increased. It is apparent that railroad rates cannot 
longer remain stationary while other prices increase. Th 
increases requested in the application, while not sufficient t 
meet the needs of the railroads, will materially assist in reliey 
ing the situation until general business improves as we hop 
it will. 

“Increasing capital expenditures by the railroads in futur 
years are necessary from the standpoint of industry. Improv 
ment in the business of the so-called capital goods or heay 
industries is dependent in a large measure on railroad purchases 
not only for maintenance, but also for additions and bette: 
ments.” 

Mr. Denney told the Commission that the railroad exe 
tives believed that the increase in various freight rates sought 
in the petition would result in a substantial increase in net 
revenues. This conclusion, he said, was reached after detailed 
consideration was given to the possible effect of the proposed 
increased rates on the movement of traffic, including the pos 
sible diversion to competing forms of transportation. 

In conclusion Mr. Denney urged that regulatory legislatior 
which would be fair to all forms of transportation be enact 
at the next session of Congress, and said that railroad officials 
were encouraged in that hope by the forceful position taken 
the Interstate Commerce Commission and the Federal Coord 
nator of Transportation. 


Rates on Coal and Coke 


An explanation and attempt at clarification of the carriers 
proposals in respect of increases in rates on coal and coke wer 
made by Roy S. Kern, chairman of the coal and coke committe: 
of the Pittsburgh lines, speaking for the whole of the easter 
district. His explanation, at times, did not seem to be what 
representatives of shippers were seeking, so they asked man) 
questions. H. D. Rhodehouse, of Youngstown, O., found it neces 
sary to ask so many questions that Commissioner Aitchisor 
smilingly observed that Mr. Kern had not been turned over t 
him for cross-examination. Mr. Rhodehouse, with just as much 
of a smile as Mr, Aitchison, said that he would have many ques 
tions to ask Mr, Kern when the time came. 

Mr. Norman wanted to know whether the railroads would 
increase the lake cargo coal rates 30 cents a ton notwithstand 
ing that the Wheeling & Lake Erie, the Pittsburgh & West Vir 
ginia and the Montour railroads were not among the applicants 
signing the petition. 

“They cannot if all do not make the increases,” said Mr 
Kern, who added that so far as he knew all those who signed 
the application intended to make increases. Mr. Kern admitted 
that if the increases were allowed some of the rates would bé 
higher than the peak in 1920. Questions about phases of various 
coal rate adjustments were asked by E. S. Ballard who wanted 
to know about Ohio adjustments in which Mr. Rhodehouse was 
also interested; by A. G. Gutheim who was interested in the dif 
ference of treatment given the rates east and west of Pittsburgh 
by Commissioner Aitchison who wanted to know about short haul 
rates in Illinois with which the Commission had dealt recentl) 
by Robert E. Quirk who was interested in several phases; by 
Charles E. Elmquist who was interested in the lake cargo coal 
rates, and by K. D. Loos. The latter asked the Commission, i? 
behalf of the National Coal Association, to require the railroads 
to submit figures showing how much each railroad would receiv’ 
out of the anticipated increase in revenue. 

Commissioner Aitchison, noting that the carriers, in a small 
note buried in the middle of their proposals respecting coal, had 
said that present origin differentials were to be maintained, sus 
gested that that should be put at the top of the proposals. Guern- 
sey Orcutt, the attorney in charge of that phase of the case, 
said that that would be done. 

Baldwin for Western Railroads 

“Notwithstanding the unprecedented severity of this de- 
pression, the public today is getting the best railroad service 
it has ever had,” L,. W. Baldwin of St. Louis, trustee of the Mis- 
souri Pacific lines, told the Commission in appearing for the 








0. 14 


M1 


tte 


coal 





de 
rice 
fis: 
the 





On tober 6, 1934 





v ern carriers in support of the petition of the railways for 
increased rates. 

ro continue that performance,” Mr. Baldwin said, “and to 
to offer a better service as necessities require, there is 


an imperative need for more revenue. Based upon average mile 
ize operated, carriers operating 4.92 per cent of the mileage in 
the western district had a deficit in 1929, 18.96 per cent, in 1930, 
11,24 per cent in 1931, 61.30 per cent in 1932, and 65.82 per cent 


in 1933. Of the total of 135,474 average miles operated in 1933, 
<9 164 miles were operated at a loss. The deficit on roads having 
no net income increased, in round numbers, from $7,000,v00 in 
1929 to over $93,000,000 in 1933. Of the 46 Class I carriers in 
the western district, 34 had a deficit in 1932, and 32 in 1933. For 
e first seven months of 1934, only feur of the major Class | 
arriers had sufficient income to cover their fixed charges 
furthermore, the western lines face an increase in operating 
expenses of at least $87,000,000 annually over the 1933 level for 
incre ases in wages and material and supply prices alone. 

Ry reason of the erosion of the rate level and the unprece 
lented general depression beginning with 1930, the western 
carriers are now confronted with the necessity of increasing their 
general revenues in order to meet the increasing costs of labor 
nd material and supplies which are the deflection of the eco- 
omic policies of the federal government; increasing their ex 
nenditures for maintenance of equipment and roadway and struc 
re meeting fixed charges; appropriating some of their net 
ne, if they have any, for capital improvements; and continu 
ng to render adequate and satisfactory service. As one step 

ward meeting this situation it is my definite opinion that the 
Commission should grant the petition so as to provide in part for 
ese immediately increasing costs in the hope that a business 
al will furnish the balance of revenues which are necessary 


Under present conditions,” Mr. Baldwin continued, “the 
iestion arises as to what the western railroads will do for capital 


expenditures The record of the past few years is far from 
iraging. A railroad plant is never a finished project The 
verage annual gross expenditures for additions and better 


to equipment from 1926 to 1930, inclusive, were $117,465, 

Compared with this, there was spent in 1931 the sum of 
$22,923,000; in 1932, $8,313,000; and in 1933, the small sum of 
$4 000. This very low expenditure for additions and better 

nts to equipment will not suffice indefinitely. 

As to locomotives, $28,684,000 was spent in 1929, and $37, 
160,000 in 1930, while the expenditure in 1932 was $856,000 and 
1933, $728,000. As to freight cars, in 1929 the western rail 
ids spent $78,436,000 and in 1930, $73,036,000 while in 1932 
e expenditure was $5,223,000, dropping to $2,286,000 in 1933. 
the case of passenger train cars, it appears that the long, 
tinuous decline in passenger earnings may have been ar 
ted in the west and while there is no lack of passenger equip- 
nt, there is need of furnishing the most up-to-date types of 

both for economy and to compete with other forms of 

portation. Among the things essential to the maintenance 
healthy condition of railroad transportation,” Mr. Baldwin 
ided, “it is safe to list 


rhe strengthening of railroad credit to enable the railroad 
‘ dequately for further transportation needs and to care 
aturitie as they become due 
d: For immediate needs, an increase in freight rates to meet 
the additional cost of increases in wages and materials and 
Which, if not granted, will seriously impair the financial re 
the carriers and make it possible to provide an adequate 
nt railway transportation service in the public interest 
An increase in the volume of profitable traffic is necessary 
the deficiency in net railWay operating income after taking 
gher wage levels and increased material and supply prices 
her costs and increase in freight rates will not cover. The 
business would have a wholesome effect on the railroads, 
id revival would have a most excellent effect on business 
4 recovery of lost passenger business by aggressivel 
the character and comfort of passenger-train service 
Reasonable suitable regulation for all forms of competitive 
under the direction of the Interstate Commerce Com 


Losses from Drought Rates 


luction in freight rates on live stock and feed made by 

estern railways in the drought-stricken areas, resulted in 

of revenue to those carriers amounting to $3,593,000 in 

riod from January 1 to August 1, 1934, according to testi- 

presented by L. E. Wettling, of Chicago, manager of the 
Statistical Bureau, Western Lines. When the similar loss in 
revenue through reduced rates on livestock and feeds made by 
rt western railways in 1933 is added to this total, the contri- 
of the western lines to the relief of agriculture, the wit- 
aid, had been in excess of $4,100,000. 


he normal charges upon this traffic in 1934,” Mr. Wettling 


would have been $105.72 per car. Under the rate reduc- 
voluntarily made by the western railways, this business 


\, ictually carried for $63.09 per car, or for 59.67 per cent of 


rmal rates. Im other words, there was a saving to the 
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shippers of 40.33 per cent of the normal freight charges, this 
saving averaging $42.63 per car.” 

Discussing the financial position of the western railways, the 
witness pointed out that in the first seven months of 1934, the 
railways in the northwestern region incurred a deficit of $35, 
000,000; those in the central western region, a deficit of $11, 
000,000; and those in the southwestern region, a deficit of 
$21,000,000, making a total deficit for the western district as a 
whole of $67,000,000 for this period 


“At the end of 1933,” continued Mr. Wettling, ‘““‘western rail 
ways operating a total of 28,917 miles of line were in the hands 
of receivers or trustees. Of this total 3,135 miles were in the 
northwestern, 9,184 miles in the central western, and 16,598 
miles in the southwestern region. Furthermore, there has been 
a marked and increasing abandonment of railway mileage in 
the west. Lines abandoned and taken up totaled 264 miles in 
1929, 336 miles in 1930, 255 miles in 1931, 357 miles in 1932 and 
545 miles in 1933, while lines not taken up but upon which opera 
tion has been abandoned totaled 20 miles in 1929, 74 miles in 
1930, 144 miles in 1931, 190 miles in 1932 and 557 miles in 1933 

“All told, a total of 2,733 miles of railway line in the west 
ern district has been abandoned in the five years 1929-1933. 
January 1, 1934, applications have been made to the Interstate 
Commerce Commission for permission to abandon an additional 
1,645 miles of line in the west. Of this total, the Commission has 
thus far authorized the abandonment of 929 miles, while no deci 
sion has yet been reached upon the abandonment of 587 miles.” 


Since 


Hearings Outside Washington 


At an informal conference held by Commissioner Aitchison 
and those participating in Ex Parte 115, on October 3, tenta 
tive arrangements were made for hearings at Salt Lake City, 
Utah, October 24 or 25; San Francisco, at a date not yet 
selected, and another at Portland, Ore. 

“IT haven’t been there for four years,” said Commissioner 
Aitchison when the idea of holding hearings at Portland was 
brought forward. “I wouldn’t mind being in Portland on elec- 
tion day,’ he added, causing a roar of laughter 

“I think it is the sense of the meeting that Commissioner 
Aitchison should be at the Portland hearing on election day, 
said Charles E. Elmquist, while someone asked Mr. Aitchison 
how he was going to vote. 

With a view to accommodating shippers who were in at 
tendance at the hearing when the railroads were presenting 
their general testimony, Commissioner Aitchison announced 
that Examiner McGrath would hold a hearing on October 4 
to take their testimony in Opposition to the railroad proposals 
Mr. McGrath was told to ascertain the commodities on which 
the witnesses desired to be heard, the territory involved, and 
approximately the amount of time that would be required 
Later it is believed concurrent hearings will be held with the 
view to expediting disposition of the application for higher 
rates, with the utmost expedition possible. 

As to hearings in Washington after this one, which was 
expected to end on October 5, President Renshaw, of the Na 
tional Industrial Traffic League, called attention to the fact 
that that organization would be holding its annual meeting 
in New York on November 12 and the two following days, and 
Mr. Benton, general solicitor of the National Association of 
Railroad and Utilities Commissioners, observed that that or 
ganization would be holding its annual meeting in Washington 
November 12 to 15. 

Edgar Watkins, of Atlanta, suggested hearings at Atlanta, 
Ga., and Birmingham, Ala. 

“Oh, no,” said Commissioner Aitchison, “there may be a 
hearing at Atlanta or at Birmingham but not at both.’ 

A tentative schedule of hearings outside of Washington was 
announced by Commissioner Aitchison on October 4. He put it 
out, as he said, so that those interested might shoot at it and 
show him why changes should be made. The schedule calls for 
hearings before him at Denver on October 26 and 27; at Salt 
Lake City, October 29 to 31; at Portland, November 2-3, 5-7; at 
San Francisco, November 9-10 and possibly 12; at Chicago, 
November 16 and at Washington November 26, continuing until 
the testimony has all been taken. The schedule also calls for 
hearings at Birmingham, Ala., and Dallas, Tex., on November 7, 
at which examiners hereafter to be announced will preside if 
the schedule is finally adopted. 

The schedule was the result of exchanges of views that 
took place at the session of the hearing on October 4. While 
the discussion about the schedule was going on grain producing 
interests worked on plans to have the grain parts of Ex Parte 
No. 115 excluded therefrom on account of the work that had 
been done in the big Hoch-Smith grain case and in other cases 
mentioned in the motion of the state commissions to take from 
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this proceeding all the matters embraced within the cases men- 
tioned, 
Affidavit |Plan 


The question of having the record in this case made up in 
part by affidavit was brought forward by Commissioner Aitchi- 
son He said that at first it seemed to him to be wholly im- 
practicable but later that it seemed feasible. Affidavits, he 
said, would not do in the general hearing but that they might 
be used with respect to particular situations which could be 
handled something like proceedings on the shortened docket, 
with one copy of an affidavit to R. V. Fletcher of the railroads 
and one to the group of carriers particularly interested. Mr. 
Aitchison said Mr. Fletcher should advise the Commission as 
to whether the carriers would be willing to try the experiment, 
pointing out that if they were not willing to assent to such 
procedure, persons desiring to have their side in the record 
would have to appear in person. Mr. Fletcher said that it was 
a matter to be taken under consideration. Luther M. Walter 
expressed the opinion that this would be a good case in which 
to try out the affidavit method, with argumentative statements 
kept out of the affidavits. Commissioner Aitchison asked Mr. 
Walter if he could devise a way to prevent argumentative 
statements appearing in the record under any method, 

Opposition to the idea was voiced by R. C. Fulbright in a 
general case such as this. He said that the Commission had 
had experience with affidavits early in the consolidation of rail- 
roads case. He said the Commission had had propaganda 
affidavits worked up by the railroads and expressed the belief 
that affidavits would not help. He made the point that an 
affidavit left no opportunity for an answering affidavit. 

John B. Keeler said that the answer of the railroads to 
affidavits of protest against such proposals as they might make 
would be of but little value. He said that here Was a situation 
in which shippers would be watching, not the carriers, but the 
moves of their competitors. He said that if there could be 
some publicity as to moves made by competitors it might be 
all right. Commissioner Aitchison suggested that perhaps the 
Commission could put affidavits on the press room table. 
Mr. Fletcher said he thought there should be opportunity for 
affidavits on both sides and wondered if this matter could not 
be deferred until some of the hearings had been held. 

Commissioner Aitchison suggested that he had to bring 
these hearings to a close even if the Commission found it neces- 
sary to allot definite periods of time for various interests which, 
when they had expired, would end the matter, Wilbur LaRoe 
expressed the opinion that the matter could be worked out. 
The matter was dropped without a decision. 

A suggestion was made by Mr. Norman that the second 
hearing in Washington be not held before November and in 
that position he was backed up by Mr. Ketner, representing 
the Virginia commission. 


Shipper Committee 


With a view to managing and expediting the hearings in 
so far as the shipping interests were concerned, shipping in- 
terests appointed the following committee: 

P. F. Estes, representing all coal interests; Smith W. Brook- 
hart, agricultural; Mr. Proebstal, forest products; Edwin 
Brooker, sand, gravel and stone; Harry S. Elkins, petroleum; 
Andrew H. Brown, ore; Wilbur LaRoe, Jr., sulphur; N. A. 
Moore, non-ferrous metals; F. M. Renshaw, chambers of com- 
merce; M. §S. Allison, brick manufacturers; G. C. Lucas, to- 
bacco; R. A. Cooke, newsprint paper; Frank B. Townsend, 
national grain markets; E. F. Gubernator, cement; L. F. Orr, 
canned milk; L. yw. Kimberly, textiles; W. E. Rosenbaum, brew- 
ing industry; J. A. Quinlan, pulp and paper; C. E. Dooley, soap; 
H. S. McCafferty, table glassware, and Joseph C,. Colquitt, 
bottles and jars. 

A federal coordinator of cross examiners was suggested by 
Commissioner Aitchison after Mr. Baldwin of the Missouri 
Pacific had been subjected to cross-examination by Mr. LaRoe, 
Mr. Benton, Mr. Liveright, Mr. Brookhart, Mr. Fulbright, Mr. 
Elmquist, Mr. Walter and Mr. Norman. Mr. Aitchison sug- 
gested that the number of cross-examiners be reduced in the 
interest of time saving. 


Increase Would Be Seven |Per Cent 


According to A. F. Cleveland, vice president of the Chicago 
& North Western, in charge of traffic, the increases proposed by 
the railroads will average not in excess of 7 per cent. The 
freight rate structure proposed by the carriers, he said, would 
be as a whole substantially below the level that resulted in 
the general reduction of 10 per cent in freight rates required 
by the Commission in 1922. In part Mr. Cleveland said: 


The application of the railways for increases in various freight 
rates leads to the important consideration as to whether the proposed 
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rates, if put into effect, will produce more or less revenue than th, 


present rates, and it leads further to the collateral inquiry as to 


Whether the rates are such as can readily be borne by the traf 
The answers to these two questions are largely a matter of informe | 
judgment based upon experience They cannot be conclusively & 
termined except through experience based upon an actual operatio; 
the rates themselves. The railways’ proposal will not produee a 
crease above the present rates on the average in excess of seven pe; 
cent. This means that the rate structure resulting from this app 
tion will be as a whole substantially below the level that re 
from the general ten per cent reduction required by the Inter 
Commerce Commission in 1922 

Since the proposed rates are lower, on the average, than rat 
which the carriers have heretofore operated, it would appear to 
fair deduction that they will not be higher than the traffic will re 
ably bear. Take the case of wheat, for example, upon which a freig} 
rate incre: three cents per hundred pounds is sought T} 
amounts to but 1.8 cents per bushel less than the frequent da 
fluctuations in the price at the markets. It means little to the ind 
vidual producer or to the ultimate consumer at point of delivery, | 
it means much to the granger railroads, 

In the second place, since we had an experience in 1931 and 
with temporarily higher freight rates which increased railway ¢ 
ings in spite of the fact that shippers uniformly testified that 
their judgment reduced earnings would result, it may reasonably by 
assumed that the railways’ present proposal will likewise yield add 
tional revenue 

In the third place and, in my judgment, the most important pro 
that the traffic will bear the rates proposed and that these rates w 
produce more rather than less revenue, we have the informed judg 
ment not only of the fourteen railway traffic executives who worked 
up this proposal, but in addition thereto the Judgment of practica 
every other railway traffic officer with whom this committee cor 
ferred during its long deliberations. These traffic officers are mer 
wide experience, thoroughly conversant with conditions on the 





se of 


spective lines; they are in daily touch with the situation and sure 
would not favor a change in rates if they believed that such a chang 
would reduce rather than increase revenues, It is freely admitt 


that some traffic may be diverted to other channels under the var 
proposed increases, but it is the practically unanimous opinion tl 
the proposed rate structure will produce revenues in excess of tl 
now received 

A rate structure to best serve the public as well as the railwa 
themselves must be elastic and must respond readily to new 
changed conditions in industry It cannot be frozen or too rigid 
the interests of all direétly concerned are to be best conserved 
it must follow a natural evolution in order to accommodate new 
ditions and requirements of commerce It is therefore contemplat 
should the rates requested become effective, that such changes as: 
pear necessary and advisable will be when investigation demonstrates 
that these changes will be mutually desirable. Our opposing friend 


need have no apprehension that the doors will be closed 
later consideration of any readjustment which experience indicate 
would be advisable. Competition will be met in the future as 


been in the past within the realm of reason 


More than three hours were taken up with a questioning 
of Mr. Cleveland as to the meaning and effect of the languags 
used by the carriers in their application for higher rates, Com 
missioner Aitchison, whose dislike for column rates has been 
shown in a number of separate expressions in reports prescri! 
ing columns or percentages of first class rates, brought out 
that the effect of the proposals respecting class rates would 
be to throw out of line all rates based on percentages of first 
class by varying amounts. Mr. Cleveland admitted that in in 
stances in which, for illustration, the Commission had pr 
scribed 16 per cent of first class some of the new rates would 
be seventeen or eighteen per cent of first class because there 
was no proposal to increase the first class rates. 

The carriers were requested by Mr. Aitchison to compile 
a table of class rates, present and proposed, for 25, 50, 75, 100, 
150, 200, 220, 300, 400, 500, 600, 700, 800, 900 and 1,000 miles 
(when the scales went as high as the higher figures), the scales 
to be typical covering each kind of movement specified on pages 
24 and 25 of revised appendix II to the petition of the carriers, 
the obvious purpose being to have the present and new rates 
shown in contrast. The appendix II, as often stated, read as if 
it were a precise instruction to tariff compilers, the effect ol 
Which could not readily be visualized by traffic men who wert 
not also tariff compilers. 

An explanation was made by Mr. Cleveland of the rule 
for calculating the increase to be applied on mixed carload 
shipments. That is the rule which Commissioner Aitchison 
advised the carriers to put into language which could be under: 
stood by “poor” lawyers, such as he, and judges of courts 
who might be called upon to construe it. Mr. Cleveland said 
the rule was intended to place a limitation upon the increase 
that would have to be made if the rule were not proposed 
The mixed carloads to which the rule had reference,.it appeared, 
were not the “all-freight’” mixed carloads for which specific 
rates were in existence and for which definite rules were pro 
posed for increasing them, but to mixtures made by shippers 
and not subject to the “all-freight” rates. He said that but for 
the rule under discussion there would be no limit upon the 1! 
per cent increase provided in the general rules on some com: 
modities. The purpose, he said, was to limit the increase by 
the maximum pertaining to the highest rated commodity. 


Hearings for Shippers 


In the course of the session at which Mr. Cleveland was 














Seen il 


October 6, 1934 


being heard Examiner McGrath said that he had made arrange- 


me for a hearing the next day on the following: 
Conerete products between points in official territory, evidence 
esented by one witness using from 20 to 30 minutes 
ay products between points in official territory, 30 minutes 
nned goods between points in western trunk line territory, 


n ore and coal between points in western trunk line territory, 
Wooden boxes between points in official territory 

ble glassware between points in all territories, 10 minutes 

il, textile products and class rates within southern territory 
tween southern and official territories 
Washing machines between points in official territory 


Two Hearings 


In accordance with the program announced the day before 
the proceeding on October 4 divided itself into two parts. One 
nart was known as a sub-hearing and was under the direction of 
Examiner McGrath. In the sub-hearing held by him the first 
shipper testimony was taken. While Examiner McGrath was 
listening to representations of shippers, Commissioner Aitchison 

taking the testimony of F. A. Leland who appeared for the 
southwestern lines, Mr. Leland reviewed the effect on the class 
rates of the exceptions to such rates as proposed in the peti- 
tion of the carriers. 

Testimony of a similar character was given by H. C. Hall- 
ark of the Southern Pacific. His representations pertained 

transcontinental rates and Mountain-Pacific adjustments. 
Both witnesses dealt with the extremely technical side of the 


carrier proposals, 


At the sub-hearing held by Examiner McGrath, H. S. Mc- 
Cafferty, traffic manager for the Federal Glass Co., Columbus, 
O.. and representing in addition the Hazel Atlas Glass Co., 
Wheeling, W. Va., the Libbey Glass Co., Toledo, O., the MacBeth 
Evans Glass Co., Charleroi, Pa., and the Hocking Glass Co., 
Lancaster, O., protested increases proposed on table glassware 
commonly known as glassware other than cut, N. O. I. B. N., with 
tual value not exceeding $20 a hundred weight and glass tum 
blers. He pointed out that when the carriers, in 1932, cut the 
rates on such glassware, to fifth class, the result of that adjust- 
nent in rates was an increase in the movement from the fac 

ry at Columbus, O., by 135 per cent. He said that he did 

have the exact percentage as to the movement of glass 
tumblers since the reduction to fifth class, but, he said, there had 
been a very substantial increase in it. These rates, he said, were 
all adjusted by the carriers on their own volition and the in- 
creases in the movement of the commodities fully substantiated 
their action and disproved the theory that higher freight rates 
ncreased carrier revenue. 

We are here protesting particularly the proposed increase 

coal and iron ore,” said W. M. Lorenz, traffic manager of 
the Otis Steel Co., Cleveland, O. “It is our contention that these 

mmodities have already been increased to a point where they 
paying more than their share of transportation costs.” 

rhe proposal with regard to coal, he said, was for an in- 
rease of 13.5 per cent over the present rate or 109 per cent 

rease since July 1, 1917. Today, he said, the interest he rep 
resented was paying rates on coal much higher than the average 
coal rates and higher than the average rates on all commodities, 
his reference being to rates on coal from the Ohio and Pitts 
irgh districts to Cleveland. 
he proposed ore rates, he said, would give the upper lake 
irriers from the Marquette eastern range 50 cents a ton, or 
166.6 per cent, over 1914, on ore destined to lake front furnaces, 
nd 42 cents a ton, or 140 per cent, over 1914 on ore destined 

Pittsburgh and the lower lake carriers would receive an in- 


rease of 8 cents a ton, or 7 per cent, making a total over 1914 
f ents a ton, or 40 per cent. Therefore, he said, from the 
Marquette eastern range the Commission would find upper lake 
arriers would receive, on iron ore destined to Pittsburgh, 140 
per cent higher and lower lake carriers 40 per cent hihger than 


es which were in effect in 1914. 

O. Kimberly, Jr., of Atlanta, Ga., assistant to the traffic 

er of the American Cotton Manufacturers’ Association, the 
North Carolina Cotton Manufacturers’ Association and the Cotton 
Manufacturers’ Association of South Carolina testified in opposi- 
t the increases proposed in the rates on bituminous coal 
tor the production of power in textile mills. He submitted 
exhibit to show that high coal rates adversely affected the use 


( in competition with electric power in manufacturing 
plant The proposed increase on coal used by the Southern 
text mills, he said, would amount to about $700,000 a year. 


showed that the relationship of rates on manufactured 
products to the principal consuming market of New York 
be greatly disrupted by the proposed increases ranging, 
from 6 to 11 cents from southern mill points while the 
ind water competitive rates from the short-haul New 
{ mills would not be increased. He pointed out that 


would 
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textile rates were now involved before the Commission in I. 
and S. No. 3636 and said that any increase granted in that pro 
ceeding would be compounded by the further increases now 
proposed in this proceeding. 

A further protest was made by Mr. Kimberly against the 
proposed assessment of $1 for the issuance of each order notify 
bill of lading. He said that cotton universally moved on order 
notify bills and that several ladings were required for each ship 
ment en route from the farm to the mill via points for grading, 
sorting, concentration, compression or warehousing and as 
sembling into carloads, It was estimated by him that the pro 
posed charge on order bills of lading would impose $450,000 on 
the movement of cotton to southern mills. 

As to the proposed increases in class rates, Mr. Kimberly 
said that textile machinery moving on these rates to southern 
mills would have to stand an increase averaging 8 cents a 100 
pounds on carloads and 17 cents on less than carloads while no 
increase would be made on the movement to northern mills 
located at short distances from the shipping point. 

The witness said that the average level of class rates in 
official territory was about 72 per cent of that in the south and 
in order to maintain relationships any percentage increase that 
might be made in southern class rates, should not bring 
them above 72 per cent of the level of those in official territory. 
Protest was also made against the proposed 25 per cent increase 
in accessorial charges for reconsigning, back hauls and against 
the proposed increase in charges for switching. 

M. S. Allison, of Chicago, representing concrete products 
interests, submitted a table showing, in contrast, the rates pro 
posed and those resulting from the revision in the Eastern Class 
Rate Investigation. He also included column 20 rates applying 
on slabs, cement or concrete, reinforced, building or roofing. 
Another table was submitted to show the discriminatory effect of 
the carrier proposals on the slab industry when units in that 
industry were competing for the same business in the same mar 
ket. Percentages of increase in official territory he showed as 
varying from a low of 7.69 to 16.67. 

One table showed that rates for distances from 1 to 100 
miles would be increased 11.88 per cent; from 101 to 220 miles, 
14.92 per cent; from 221 to 340 miles, 11.89 per cent; and from 
341 to 900 miles, 9.73 per cent. Another compilation showed per 
centages of increase from 1 to 100 miles would be 11.88 per 
cent; from 1 to 220 miles, 14.92 per cent; from 1 to 340 miles, 
12.82 per cent; and from 1 to 900 miles, 11.56 per cent. 

Observing that the carriers admitted a return of 2.09 per 
cent, Mr. Allison said that that would be a very satisfactory 
return for the interests represented by him. The remedy of 
the carriers for their situation, he said, was the regulation of 
competing forms of transportation. Increased rates, he said, 
would mean a harvest for the competing form of transportation 
The proposal to increase the long-haul rates and not the short- 
haul rates, Mr. Allison said, was contrary to the canons of rate 
making. 

George O. Tong, of Minneapolis, Minn., representing the Min- 
nesota Canners’ Association in opposing the proposed rate in 
crease, in part, said: 


Canners in Minnesota have operated at substantial losses for the 


past four years. The 1934 pack is the smallest in years and our loss 
will be more than in any of the preceeding years Our rail rates 
have bene declining since Ex Parte No. 103 and the carriers have re 
duced these rates not only to help us but to increase their own tor 
nage and revenue 

Trucking has increased aproximately 0 per cent with no sul 
stantial increase in freight rates With this increase allowed further 
increases in trucking are certain to follow Any increase in our rate 
will not increase carrier revenue but will cause our canners to re 


duce their production to eliminate the long hauls 
Our largest single canner has closed three Minnesota plants and 


built a factory on the Pacific coast to eliminate the long haul! to that 
territory An additional plant will be built so that our sales in the 
southwest and the south may be made via the Panama Canal at sub 


stantial freight rate savings 


Opposition to the proposed increases was expressed by Wil 
liam M. Daly, speaking for the American Washing Machine 
Manufacturers’ Association. He said that the industry had 
shown a remarkable increase in the volume of business in the 
first half of 1934, which volume he feared would be interfered 
with by increases in freight rates. In the whole of 1933 he 
pointed out the members of that association shipped 7,837 car 
loads of their products and in the first half of 1934 they shipped 
5,621 carloads. He attributed that success to a more attractive 
price scale on washing and ironing machines. 

E, L. Woolever, of Harrisburg, Pa., speaking for the National 
Wooden Box Association in official territory and the Associated 
Box Corporation of New Castle, Pa., opposed increases, because, 
as he said, the increases proposed on the commodity mentioned 
would be greater than increases on containers using other raw 
materials, where increases were proposed. He said the railroads 
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proposed no increase on pulpboard on account, as they said, of 
motor competition. 

In the hearing over Which Commissioner Aitchison presided 
the witnesses were ee Wilcox, assistant freight traffic man- 
ager of the Union Pacifie at Omaha, Neb., and F. A. Cleveland, 
of the Northern Pacific Staff at Seattle, Wash. Their testimony 
was of the same character as that presented by Messrs. Leland 
and Hallmark who preceded them, hamely, having to do with 
the technicalities of the tariff proposals contained in the petition 
of the carriers. 


SUSPENDED TARIFFS 

In I. and §. No, 4038, the Commission has Suspended from 
October 3 until May 3 schedules published in supplement No. 12 
to B. T, Jones I. GC. C. No, 2714, and other tariffs. The suspended 
schedules propose to cancel present exceptions to the classifica 
tion and commodity rates on animal fat stearine, carloads, and 
to apply higher class rates thereon. For example, within Cen 
tral Freight Association territory an exception to the classifica- 
tion provides 83.38 per cent of sixth class (23 per cent of first 
Class) on the above commodity, whereas under the suspended 
schedules the full fifth Class rate (35 per cent of first class) 
would have been applicable. 

In I. and S. No. 1039, the Commission has suspended from 
October 3 until May 3 schedules published in Erie I. @. C, No. 
19268, supplement No. 36 to Southern Railway I. Cc. @ No. 
A-10277, and in numerous other tariffs of carriers and agents 
Operating in various sections of the United States. The sus 
pended schedules propose to apply increased rates on vegetable 
and related Oils, carloads, when in certain Specified packages, 
throughout the United States. 

In I. and S. No. 1040, the Commission has suspended from 
October 3 until May 8 schedules published in Central of Georgia 
I. C. C. No. 2916, Southern Railway I. (@. C. No. A-10547, and in 
humerous other tariffs. The suspended schedules Propose to 
cancel or restraict the application of the present rules govern 
ing refining in transit arrangements on vegetable oils, carloads, 
at Chattanooga, Tenn., and various other transit points in south 
ern territory, which would result in the application of higher 
combination rates On such movements. 

In I. and S. No. 1037, the Commission has suspended from 
October 1 until May 1, schedules in supplements Nos. 16 and 
\7 to the Denver & Rio Grande Western, I. C. C. No. 488. The 
suspended schedules propose to establish transit on livestock 
at Roper, Utah, and sorting and consolidating live hogs when 
stopped in transit at Provo and Roper, Utah. 


ELKINS ACT INDICTMENTS 

The United States grand jury at Trenton, N. J.. on Sep 
tember 25, according to a statement by the Commission, re- 
turned indictments for Violations of the Elkins act against the 
Baltimore & Ohio Railroad Co., the New York Central Railroad 
Co., Lehigh Valley Railroad Co. and Bemis Bros, Bag Co. The 
indictments grew out of the practices of the carriers at New 
York in connection with warehousing and storage and insur 
ance of property. This subject was considered recently by the 
Commission in its investigation of New York warehouse prac 
tices, Ex Parte No. 104, Part 6, reported at 198 I. C. C. 134. 
In that report the Commission found humerous practices of the 
carriers to be unlawful and admonished the carriers to correct 
the situation immediately. It is stated that no important 
changes in the warehousing and storage practices at New York 
have been made in spite of the Commission’s findings and 
admonitions 

Two indictments against the Baltimore & Ohio were re 
turned, each in 15 counts. One indictment charges the granting 
of concessions to shippers of crude rubber in that the carrier 
performed Storage and handling service in connection with rub 
ber shipments at less than the cost of such services and at 
less than the value of the services to the shippers. The other 
indictment, also in 15 counts, charges the granting of conces 
sions through the device of insuring goods stored at St. George 
Piers on Staten Island against loss by fire at a rate of 8 cents 
per $100 of value as against a standard insurance rating on that 
property of $1.73 per $100 of value. The 8-cent charge made for 
the protection given the shipper is also less than the expense 
Which the carrier bears in re-insuring the g00ds with outside 
insurance companies. The indictments against the New York 
Central and Lehigh Valley, each in 15 counts, charged conces- 
sions granted by those carriers through the similar device of 
insuring goods Stored on their property at less than the pre- 
Vailing standard rates. The Bemis Bros. Bag Co. was indicted 
for knowingly receiving concessions from the Baltimore & 
Ohio by taking advantage of that carrier’s offer to insure for 


8 cents per $100 of value a liability for which the Bemis com 
pany had previously been paying $1.73 per $100 of Value. 
These cases are the first to be brought at the instance of 
the Commission as a result of renewed investigation into this 
matter by special agents of the Commission’s Bureau of Inquiry 
The cases were presented to the grand jury by Attorney Ww J 
Walsh, acting as special assistant to the United States attorne 


LOANS TO RAILROADS 

In Finance No. 9167, Chicago & North Western Railway 
Company reconstruction loan, the Commission, by division 4. has 
found that the company is not in need of financiaj reorgani 
tion in the public interest and has approved extension by tl 
Reconstruction Finance Corporation of the time of Paymen: 
through renewal, substitution of new obligations or Otherwis 
for a period not to exceed two years, of reconstruction loans 
in amount of $4,568,000, as of July 31, 1934, maturing Octob, 
13, 193 $4,619,891 maturing October 31, 1934; $1,565,465 mat 
ing November 30, 1934: and $1,275,994 maturing Decembe; 
1934, subject to the proviso that the loan of $5,000,000 mat 
ing October 13, 1934, due Kuhn, Loeb «& Company and asso, iates 
be paid, extended or refinanced for a period not less than t 
years without accommodation in respect thereof from the h 
it Commissioner Mahaffie noted a dissent. 

In Finance No. 10617, Chicago & North Western Raily 
Company reconstruction loan, the Commission, by division 4. 
found the company not to be in need of financial] reorganiz 
in the public interest and has approved conditionally fur 
loans not to exceed $7,357,000 to the company by the Reconst; 
tion Finance Corporation for periods not to exceed two years 
from each advance thereon and upon the condition that los 
agsregating $5,000,000 owed to Kuhn, Loeb & Company and 
associates by the applicant, maturing October 13. 1934, be paid 
extended or refinanced for a period not less than two years wit 
out accommodation from the R. F. ©. in respect thereof 
proceeds from the loan are to be used to Pay equipment 
maturities, replenish working capital, and pay bond interest 
Commissioner Mahaffie noted a dissent, 

In Finance No. 10610, New York, New Haven & Hartf 
Railroad Company reconstruction loan, embracing also Finan 
No. 10524, the Commission, by division 1, has found that 
company is not in need of financial reorganization in the pul 
interest and has approved a loan of not to exceed $6,000,000 fro; 
the Reconstruction Finance Corporation for a term not to exces 
three years to be expended for the payment of taxes, interes: 
and outstanding indebtedness, installments of Principal and diy 
dends on equipment trust certificates, sinking fund installments 
leased line rentals, guarantees on separately operated properties 
and additions and betterments to its own railroad property, sub- 
ject to conditions governing collateral to pe pledged for the loa 





FRUIT AND VEGETABLE CONTAINERS 


Certain changes in the organization and work of the N . 
tional Fruit and Vegetable Contact Committee were agreed 
at a meeting of that committee in Washington, D. @ October 
The committee is composed of representatives of the railroads \, 
the American Fruit and Vegetable Shippers’ Association, Inte I 
national Apple Association, National League of Commission Mer 
chants, and others interested in containers used in the trans] 
tation of fresh fruits and vegetables Edward Dahill. chi 
engineer of the Freight Container Bureau, American Railway 
Association, is chairman. The committee was originally creaté 


as a result of a hearing before the Consolidated Classificatior W 
Committee, which srew out of I. and S. 3543, and since earl) P; 
1932 has been Studying the question of the containers that 


should be used by the trade. 

At the Washington meeting it was decided to change the 
name of the committee to “The National] Fruit and Vegetabli 
Container Committee,” and to expand its membership by includ 
ing C. H Dietrich, executive chairman of the freight claim divi 
sion, American Railw ay Association, and that, in connection with 
consideration of any particular type of container a representa 
tive of manufacturers’ of such type should have voting privileg 
as to all matters pertaining to the container, ! 

As a result of its studies preparatory to issuing a pamphlet . 
recommending voluntary adoption by shippers of basket speci 
fications and loading methods, it was decided to ask the chairman 
to attempt to obtain from the railroads a statement showing ne 
actual loss and damage claim payments on carload shipments of , 
fresh fruits and vegetables, melons, and berries, separately, and 
for each year since 1929, as well as other data that would clearly n 
portray the actual experience as to damage in terms of com 
modity, territory of origin, etc. 








The purpose of the committee, to co-operate in eliminating s} 
abuses that are detrimental alike to the fresh fruit and vege 
table industry and to the carriers, was reiterated, al 
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Loss and Damage Decisions 





Traffic Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


Supreme Court, Appellate Term, First Department.) Where 
es Which are converted or lost have no market value, or 
which is fairly indicative of their real value to owner, 
wner should be allowed value based on his actual money 
resulting from his being deprived of the articles, not including 
entimental or fanciful value he may piace upon them. 
Pennsylvania R. Co., 273 N. Y. S. 328.) 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 
Court, E. D. Pennsylvania.)—-Nonfavored ware- 
seman’s complaint before Interstate Commerce Commission 
ttacking contract whereby railroad favored warehouse- 
an preferential shipping treatment is directed wholly against 
irrier, respecting question whether nonfavored warehouseman 
nay subsequently sue carrier and favored warehouseman under 
Anti-Trust Act (Sherman Anti-Trust Act (15 USCA, Secs. 1-7, 
note); Interstate Commerce Act (49 USCA, Sec. 1, et seq.)). 
ninal Warehouse Co. vs. Pennsylvania R. Co. et al., 7 Fed 


(District 


Lives 


Sup, 484) 

Action for damages because of railroad’s traffic charges or 
ractices is not maintainable unless declared illegal by Inter 
state Commerce Commission (Interstate Commerce Act (49 


USCA, Sec. 1, et seq.) ).—Ibid. 
When Interstate Commerce Commission has invalidated rail- 
traffic charge or practice, commission or courts can award 
injured party's election, and appeal lies to courts 
Commission’s ruling except where purely negative (Inter 
Commerce Act (49 USCA, Sec., 1 et seqg.))—Ibid. 
Interstate Commerce Commission presumably considered 
ry claim for damages which it could have awarded nonfavored 
warehouseman complaining of contract between railroad and 
favored warehouseman which received preferential shipping 
reatment (Interstate Commerce Act (49 USCA, Sec. 1, et seq.)). 


es al 


(Circuit Court of Appeals, Fifth Circuit.)—Intention as to 
timate destination of goods fixes character of transportation, 

intrastate, interstate, or foreign. (United States vs. 
71 Fed. Rep. (2nd) 854.) 


Supreme Court of California.)—Rights and liabilities of 
ties to actions involving interstate shipments are governed 
federal statutes as interpreted by federal tribunals. (New 

Cent. R. Co. vs. Frank H. Buck Co., 34 Pac. Rep. (2nd) 

terstate carrier and shipper may contract for prepayment 

ght charges or payment when goods reach destination, 
ment by shipper in any event or if consignee does not pay 
payment by consignee only or by both shipper and con- 
(Interstate Commerce Act (49 USCA, Secs. 1 et seq.)). 


re delivery of goods to carrier for transportation does not 
rily import absolute promise by shipper to pay freight 
Ibid. 

) ascertain contract between shipper and carrier as to pay- 
f freight charges, bill of lading, which is both receipt and 
t, must be looked to primarily.—TIbid. 

linarily, person from whom carrier 


U receives goods for 


nt is primarily obligated to pay freight charges; shipper 
presumably consignor and transportation ordered presum- 
his own behalf.—lIbid. 


— The Traffic World 





Inference of shipper’s promise to pay freight charges may 

be rebutted by showing that shipper did not act for himself in 

ordering transportation, that carrier knew such fact, and that 

parties intended, not only that consignee should pay, but that 

shipper should assume no liability or only secondary liability. 
Ibid. 

Railroad company’s extension of time for payment of freight 
charges by company to which cars were delivered on shipper’s 
instruction held not violation of clause in bill of lading, pro 
hibiting delivery until all charges were paid, in view of authority 
granted carrier by Interstate Commerce Commission to extend 
time (Interstate Commerce Act (49 USCA, Sec. 1 et seq.)) 
Ibid. 

Shipper’s direction after arrival of cars at destination to 
deliver contents to certain company without production of bill 
of lading was exercise of ownership necessarily implying accept 
ance thereof as consignee.—Ibid. 

Receipt of shipment by consignee creates legal obligation 
to pay freight, whether demanded at time of delivery or later 

Ibid, 

Mere direction by consignor or consignee, liable for freight, 
that shipment be carried or diverted “freight collect” or deliv 
ered on payment of freight charges, does not relieve him of 
liability.—Ibid. 

Parties to contract for interstate shipment by rail cannot 
waive its terms, nor can carrier, by contract, give shipper right 
to ignore them and hold carrier to different responsibility than 
that fixed by agreement made under published tariffs and regu 
lations.—Ibid. 

Unqualified promises of company, shipping freight as owner's 
agent, to pay freight charges as consignor, consignee, or both, 
made it legally liable for freight.—Ibid. 

No act or omission of carrier, except 
limitations to run, estops or precludes it 
per’s obligation as consignor, consignee, or both, to pay 

Ibid, 

Liability of person, to whom shipment is delivered on con 
signee’s order, to pay freight, does not relieve 
original consignee from liability therefor.—Ibid. 

Carrier’s receipt of consignee’s note for freight charges or 
filing of claim against his bankrupt estate does not relieve oth 
ers liable therefor.—Ibid. 

Carrier’s failure to notify consignor or consignee, liable for 
freight, of nonpayment thereof by one to whom shipment was 
delivered on consignee’s order, does not release consignor or 
original consignee from liability therefor.—Ibid. 

Usage or custom may limit shipper’s and carrier's liability, 
but cannot be relied on if in conflict with terms of contract. 

Ibid. 


allowing statute of 
from enforcing ship 
freight. 


consignor or 


(Supreme Court of New Mexico.)—Interstate Commerce 
Commission had jurisdiction over railroad’s attempted reconvey 
ance of its trackage rights over 23.9 miles of track of another 
railroad under Transportation Act applying to extension of aban 
donment of operation of lines (Interstate Commerce Act, Sec 
1 (18), as amended by Transportation Act, Sec. 402, 49 USCA, 
Sec. 1 (18). (Taylor vs. Santa Fe Northwestern Ry. Co., 34 Pac 
Rep. (2nd) 1102.) 

Contracts by railroads and other public service corporations 
which violate or tend to lead them to violate their duties to the 
public are unenforceable.—Ibid. 

Agreement by which railroad sought to reconvey its track 
age rights over 23.9 miles of track of another railroad constituted 
an attempt to abandon operation of railroad without consent of 
Interstate Commerce Commission, and was ineffective to divest 
railroad of trackage rights (Interstate Commerce Act, Sec. 1 
(18), as amended by Transportation Act, Sec. 402, 49 USCA, Sec 
1 (18)).—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 
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(District Court, E. D. New York.) In libel for property 
damage due to breaking of sling, selection of 1% inch steel 
wire sling for hoisting of load of 21,300 pounds out of ship's 
hold held not negligence where safe working load for such 
sling was 11 1/5 tons. (The McAllister No. 55, 7 Fed. Sup. 470.) 

Evidence held to show that breaking of sling used for hoist- 
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ing of old condenser from ship’s hold and consequent injury 
to lighter, ship, and new condenser was due solely to sudden 
stopping of descent of old condenser by lighter engaged to do 
work, so as to render lighter responsible for damages.—Ibid. 


(District Court, W. D. Pennsylvania.) Where evidence 
showed that barge, having been moved in slip to afford outlet for 
accumulated drift, was moored with hemp lines and broke away 
when gorge broke and struck barge, causing it to drift into 
other moored vessels, burden shifted to bailee of barge to dis- 
prove negligence. (Vang et al. vs. Jones & Laughlin Steel Corp., 
7 Fed. Sup. 475.) 

Where barge, having been moved in slip to afford outlet 
for drift accumulated against barge, was moored with hemp 
lines and broke away when gorge broke and struck barge, caus- 
ing it to drift into other moored vessels, bailee of barge held 
negligent in not preventing accumulation of drift and not an- 
ticipating breaking of gorge.—Ibid. 

Where barge, having been moved in slip to afford outlet 
for drift accumulated against barge, was moored with hemp 
lines and broke away when gorge broke and struck barge, 
causing it to drift into other moored vessels, bailee of barge 
had burden of showing that drifting resulted from inevitable 
accident or vis major, which proper nautical skill could not 
have prevented.—Ibid. 

Where barge, having been moved in slip to afford outlet 
for drift accumulated against barge, was mocred with hemp 
lines and broke away when gorge broke and struck barge, 
causing it to drift into other moored vessels, evidence showed 
no contributory fault of owners of latter vessels.—Ibid. 

Steel company having possession of coal company’s barge 
merely to unload coal held bailee, not charterer, precluding 
limited liability where barge broke away from steel company’s 
wharf and drifted into other moored vessels (46 USCA, Sec. 
186) .—Ibid. 


(Circuit Court of Appeals, Fifth Circuit.) Libel charging 
that vessel licensed for coastwise trade engaged in a voyage 
with intent to transship intoxicating liquor from a vessel on 
the high seas and illegally import it into the United States 
sufficiently stated a case for the condemnation and forfeiture of 
such vessel for engaging in a trade other than that for which 
she was licensed (46 USCA, Sec. 325). (United States vs. Picou, 
71 Fed. Rep. (2d) 854.) 


(Circuit Court of Appeals, Ninth Circuit.) If ship was 
unseaworthy in any material respect, owner was not, under 
statute, exempted from liability for damage to cargo even if 
damage was caused by error in management (Harter Act, Sec. 
3 (46 USCA, Sec. 192)). (The Indien, 71 Fed. Rep. (2d) 752.) 

Owner of ship on which cargo was damaged, had burden 
of proving seaworthiness, and any doubt must be resolved 
against him (Harter Act, Sec. 3 (46 USCA, Sec. 192)).—Ibid. 

Proper stowage of cargo is part of vessel’s seaworthiness, 
and proper dunnage is element of proper stowage (Harter Act, 
Sec. 3 (46 USCA, Sec. 192)).—Ibid. 

Evidence established that method of dunnaging cargo of 
lumber was inadequate, where no attempt was made to com- 
pensate for ship’s “sheer,” making vessel unseaworthy and pre- 
cluding owner’s exemption from liability for damage to cargo 
caused by water entering through sounding pipe when cap 
came off (Harter Act, Sec. 3 (46 USCA, Sec. 192)).—Ibid. 


Evidence showed that motorship was unseaworthy in that 
ship was overloaded, where loaded below “Plimsoll marks,” 
precluding exemption from liability for damage to cargo caused 
by water entering through sounding pipe when cap came off 
(Harter Act, Sec. 3 (46 USCA, Sec. 192)).—Ibid. 


(Circuit Court of Appeals, Ninth Circuit.) Where unsea- 
worthiness which caused loss of vessel was without privity or 
knowledge on part of owner, owner is entitled to limitation of 
liability (46 USCA, Sec. 183; Admiralty Rule 51 (28 USCA, Sec. 
723)). (The South Coast, 71 Fed. Rep. (2d) 891.) 

Where shipowner is corporation, “privity or knowledge” of 
unseaworthiness which will preclude limitation of liability must 
be that of managing officers of corporation (46 USCA, Sec. 183; 
Admiralty Rule 51 (28 USCA, Sec. 723)).—Ibid. 

Where shipowner was guided by directions, and sought to 
conform to requirements, of United States inspectors who in- 
spected boiler, and ship was lost when boiler allegedly ex- 
ploded, owner held entitled to limitation of liability, since any 
defect in boiler would be without privity or knowledge of owner 
(46 USCA, Sec. 183; Admiralty Rule 51 (28 USCA, Sec. 723)). 
—Ibid. 
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ROOSEVELT TRANSPORT PROGRAM 


The Traffic World Washington Bureay 


President Roosevelt said at his press conference October 3 
that he could not yet say anything as to proposed transporta. 
tion legislation at the next session of Congress. He said (o. 
ordinator Eastman, at the President’s Council meeting the 
previous day, had reported that four important reports were 
nearing completion. He said they dealt with subsidies to trans. 
portation; wages and working conditions in transport indus 
tries other than the railroads, with comparisons with railroad 
wages and conditions; the pooling of freight cars, with the recom. 
mendation that all box cars be operated on a pooled basis: 
and the passenger traffic study. Until the situation was de 
veloped further the President said he could not say anything 
as to legislative plans. 

It is believed that the situation will not take definite shape 
until Coordinator Eastman has submitted his legislative recom. 
mendations to the President. 

The railroads, it is expected, will submit objections to the 
recommendation of Coordinator Eastman that all box cars be 
pooled for operation, though, of course, the details of the plan 
that will be recommended have not been made public and the 
railroads will not formulate their position until they have the 
report and recommendations referred to by President Roosevelt 
There is a strong feeling among railroad operating officials that 
with an effective car service organization, the desirable ends 
to be obtained by pooling may be obtained without resort to 
a formal pooling plan. It is pointed out that freight cars are 
now moved from one part of the country to another, without 
regard to ownership, to meet traffic demands, and that, under 
the stronger central organization to be created by the Associa- 
tion of American Railroads, more effective cooperation of the 
railroads with respect to car service will be obtained. 

In connection with the four reports referred to by the Presi 
dent, now being completed by the coordinator, it is pointed 
out that they have nothing to do, as such, with the proposed 
legislative program understood to be under consideration. The 
report on subsidies and possible recommendations with respect 
thereto may become involved in recommendations for legisla- 
tion regulating highway and waterway carriers but the four 
reports, in the main, are the results of studies of various phases 
of the transportation problem, as indicated, made _ primarily 
with a view to improving conditions in the transportation field 
and not by further legislation. The legislative program that 
the coordinator will recommend, as has been indicated hereto- 
fore, probably will embrace proposed legislation regulating 
highway and waterway carriers, amendment of the interstate 
commerce act with respect to rail transportation, legislation 
relating to consolidation and reorganization of railroads, and 
the question of continuation of the life of the coordinator be- 
yond June 16, 1935, or the creation of a federal department of 
transportation. 

The President's remarks on the transportation question 
were made in reply to a question as to whether there would 
be a “must” transportation legislative program put forward by 
the administration at the next session of Congress. The Presi- 
dent replied he could not say “yes or no.” The point at this 
time was, it was indicated, that the President did not have 
the information on the subject in question that he desired to 
have in order to make decision as to the legislative program. 
The general expectation is that there will be a _ transporta 
tion legislative program sponsored by the President at the 
next session but the President has not yet said so. 


SAFETY AT SEA 


As the result of the Morro Castle sea disaster, Secretary 
Roper, of the Department of Commerce, has obtained approval of 
a plan under which naval officers will be loaned to the depart 
ment to conduct inspection of vessels of the American merchant 
marine with a view to creating conditions that will make for 
greater safety at sea. The naval officers will make voyages 00 
the vessels, discuss matters of discipline aboard vessels, and 
check up on the adequate functioning of personnel, 

Secretary Roper has written to owners and operators of 
the shipping lines over which the department has inspection 
supervision asking their co-operation in the plan. 

“I have asked that the assigned naval officers conduct 4 
thorough-going inspection of personnel and material on board 
the various ships, including fire drills, life boat drills and use 
of life preservers, with special reference to ability of crews iD 
handling lifeboats, examination of fire-detecting and alarm sys 
tem, examination of fire doors and water-tight doors in water 
tight bulkheads and, along with other pertinent inspection fea 
tures, a consideration of fire risks due to unclean or careless 
conditions, etc.,” said he. “Consideration will also be given 1 
the discipline of the crew, knowledge of duties, watches main- 
tained and the general disciplinary standards of the ship.” 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


YONSIDERABLE improvement was evidenced in the full cargo 
( trades during the last week as compared with the one preced- 
ing. virtually all divisidns reflecting a better tone, with the excep- 
Hon of the grain and trans-Atlantic sugar markets. 

The only grain fixture reported was that of a 2,889 net ton 
teamer from Montreal, Sorel or Quebec to Glasgow on the basis 
is 9d for loading the first half of November. 

Similarly the trans-Atlantic sugar trade had only one fix- 
e a motorship of 2,189 net tons from Cuba to United King- 
iom-Continent for October loading. 

Another coal fixture for South America made its appearance, 
q 2.781 net ton vessel from Hampton Roads to Pernambuco at 
gs 3d for the first half of November. Another fixture reported 
but unconfirmed, was a 2,383 net ton steamer from Hampton 
Roads to Rio de Janeiro on the basis of 9s 3d with option for 
Santos discharge at 9s 9d, for December. 

West Indies time charters were scattered but in addition 
to a number in the Canadian trade there were several for longer 

vages. Four vessels, ranging from 2,515 net tons to 5,100 tons 
were engaged for the nitrate trade on the west coast of South 
America at rates in the neighborhood of 70 cents to 75 cents, 
ielivery St. Lawrence, One of these vessels was for three con- 
secutive voyages, prompting the question as to the possibility 

f renewed activity in that direction. A steamer of 9,189 tons 
was engaged for a round trip in the trans-Pacific trade at 70 
ents, delivery Japan, early October loading. 

Scrap iron fixtures included a steamer of 1,537 net tons from 
the North Atlantic range to United Kingdom at about 10s f. d. 
r October; a 1,428 net ton steamer from the North Atlantic 

Ardrossau at the same rate, October, and a 6,200-ton vessel 
from the Atlantic range to Japan at 13s 3d for one port and 13s 
§d if two ports, for November. 

A good sized list of tanker fixtures from the Gulf was 


reported. 3 





They included a 3,960-ton vessel for a dirty cargo to 
Montreal on time charter for November loading: a 2,734 net 
ton motorship to United Kingdom-Continent at 10s, dirty, for 
October-November, and a 5,217-ton motorship to the Bordeaux- 
Hamburg range at 10s 9d for October. A 10,000-ton motorship 
took a clean cargo from the Gulf to United Kingdom-Continent 
at 12s 6d for October. 
The strike of seamen on American vessels operating out of 

\tlantic and Gulf ports set for October 8 has been called off, 

was announced by Lloyd Garrison, chairman of the National 
Labor Relations Boards, who said he had received assurances 

this effect from Victor Olander, secretary of the International 
Seamen’s Union. This action was taken in view of the decision 
of twenty-eight of the steamship lines to negotiate with the union 
lor an agreement on wages and hours, it was stated. A series 
f discussions had been held by the American Steamship Own- 
ers’ Association with the result that no agreement on the ques- 
ton of negotiations was reached and the matter was finally 
leit to the individual lines for decision. 
The threatened strike of 40,000 longshoremen at Atlantic 
from Portland, Me., to Hampton Roads, Va., was averted 
When a committee of the longshoremen agreed to defer action 
nding the outcome of the investigation by the special com- 
mitt appointed by President Roosevelt at the time of the 
Pacific Coast dock strike. The present wage scale and working 
hours are to be continued for the present and when an agree- 
ment on a new contract is made to replace the old one which 
expired October 1 the wage scale is to be made retroactive. 

The upward trend in the Pacific coast full cargo trade 
iinued in September with the exception of the grain divi- 
= n, according to a monthly freight and charter market report. 
The grain trade, however, softened materially toward the end 
of the month but otherwise the situation has been highly satis- 
factory and if more tonnage had been available it is felt a larger 
‘St of fixtures would have resulted. 

One fixture of grain in the China-Japan trade was reported 
rate was not disclosed. Otherwise there was little 


y 
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Inquiry In the United Kingdom-Continent division rates 
Cropped from a level of 20s and 21s to as low as 16s 6d. Inter- 


coastal grain business was done on time charter basis and 


two full cargo fixtures were .reported. 
the lumber trade the China market continued to 
then and rates’ went from $6.50 on lumber and $8.50 on 


— The Traffic World 
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logs to $7.50 and $10.00, respectively, with tonnage scarce. The 
Japan market was probably the firmest of all and rates in- 
creased to $7.50 on squares and $10.00 on logs. Space is tight 
and tonnage is considerably in demand. This is attributed in 
part to demand caused by the recent hurricane in Japan and the 
outlook for October is for a continuance of the present rate 
level with the trend upward. Lumber rates in the United 
Kingdom-Continent remained steady with fair demand. No full 
cargoes were reported in the intercoastal trade. Several car- 
goes were fixed to Australia at undisclosed rates of freight. 

In the time charter division business was confined to short 
periods. 

The tankers trade was somewhat quieter and most of the 
charters made were for Japanese ports of discharge. Rates 
softened somewhat and are now in the neighborhood of 37c to 
38c per barrel, 


INTERCOASTAL INVESTIGATIONS 


iT ra World New York Bureau 


The Shipping Board Bureau of the Department of Commerce, 
division of regulation, opened hearings in New York October 3 
on dockets 149, 150 and 151 and at the same time reopened 
hearings on docket 126, concerning its investigation of the inter- 
coastal] steamship trade. Examiner M. G. de Queveda presided. 

Docket 151, eastbound intercoastal rates on oranges, lemons, 
and grapefruits, was taken up first. The only witness was 
Oliver P. Caldwell, freight traffic manager of the Luckenbach 
Steamship Company, who said his company did not wish to con- 
test the suspended rates and proposed to withdraw its proposed 
tariff completely. The record in this case Was accordingly 
closed. 

Docket 149, westbound intercoastal rates on dates, figs, and 
citrus fruit peel, was next considered. Mr. Caldwell testified 
that it was proposed to reduce the westbound rate on dates from 
New York to the Pacific Coast in order to afford shippers of this 
commodity an opportunity better to meet competition by lines 
operating direct to the Pacific Coast from Persia via the east- 
bound route around the world. A similar situation existed in 
the case of lemon and citron peel, he said, with competition com- 
ing from lines operating direct from Italy to the Pacific Coast. 

Major F. W. S. Locke, vice-president of the Nelson !J.ine, 
opposed the proposed rate on dates on the ground that gtheir 
shipment to the Pacific Coast was of a speculative nature in 
that, if they could not be sold in New York, they were shipped 
to the West Coast. He added that, if the bureau approved the 
proposed rates, the question of intercoastal rates on shipments 
of imported commodities would be continually coming up. 

Godfrey MacDonald, freight traffic manager of the Grace 
Line, Panama Mail service, read a statement urging the bureau 
to approve the proposed rates. 

George E. Talmadge, freight traffic manager of the Panama 
Pacific Line in New York, concurred in the testimony offered by 
the two preceding witnesses and denied the charge made by 
Major Locke that the date movement was purely speculative. 
He admitted that no dealer knew what quantity he would sell 
in the market unless he knew he would be the first one in the 
market, in which case he could estimate the quantity closely. 

In reply to questions by Major Locke, Mr. Talmadge said 
no processing of dates was done on his company’s docks and 
that nothing in the billing agreement provided for storage on 
the docks. He was also questioned as to the difference between 
his company’s share in the rate on dates shipped under through 
billing arrangements and the local rate from New York to the 
Pacific Coast. This would be difficult to determine, he said, as 
the through rate was always quoted on a sterling basis and 
sharp variations of the exchange rate had occurred in the last 
few years. He cited an instance where to the Panama Pacific 
Line was quoted an attractive sterling rate on a shipment only 
to have the exchange drop from $4.86 to $3.40 immediately. He 
said the local rate was probably about 50 per cent higher than 
his line’s share of the through billing rate, but emphasized 
that, whereas the local rate covered primarily the movement of 
processed and packaged dates from New York, the through rate 
Was on the raw dates. 

George E. Shapro, in charge of traffic for the Hills Brothers 
Company, New York, largest importers and packers of dates in 
the United States, urged that the proposed rates be allowed to 
become effective. He read a statement showing a large drop in 
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the shipment of dates to the Pacific Coast in the past few 
years. The increased rate, he said, would enable his company 
to better compete in the market on the coast, 

It was agreed by the parties to the case that no briefs should 
be filed and the record was closed. 

\W. S. McPherson, traffic manager of the American-Hawaiian 
Line in New York, testified in Docket 150, eastbound inter- 
coasial rates on squash seed, He said his company was not 
really seeking a reduced rate, inasmuch as no traffic was at 
present moving, but rather to develop a new market for the 
seeds, which are a by-product of Pacific Coast canneries. The 
proposed reduced rate of 55 cents on a minimum of 24,000 
pounds was approximately the same as that on other types of 
seeds, he said. He did not know what the potential movement 
of the seeds might be. 

The Nelson Line entered the case as an intervener and 
Major Locke charged that it was an attempt on the part of the 
A lines in the trade to “put up a trial balloon’ and start the 
“downward spiral movement” of rates which was referred to by 
Mr. McPherson at previous hearings (Traffic World, August 11, 
1934, p. 218). 

Mr. Caldwell concurred in Mr. McPherson's testimony and 
said the Luckenbach Line had joined the case to keep its 
rates on the same basis as the American-Hawaiian. He said 
it had had some shipments of squash seeds from the Pacific 
coast in the past. Mr. MacDonald also concurred in the testi- 
mony and characterized the proposal as an experimental trial 
to aid the California Packing Company in developing a new 
market in the east. It was agreed to file no briefs in the case 
and the record was closed. It was also agreed to make the 
testimony in the foregoing dockets available in Docket 126. 

Moving to Docket 126, Examiner de Quevedo announced 
that, before taking up the questionnaire which the Shipping 
Board Bureau sent out to the intercoastal lines, it was his pur- 
pose to clear up a few loose ends in previous testimony. The 
question of chartering of vessels for the intercoastal trade was 
first considered. 

H. W. Warley, vice president and general manager of the 
Calmar Line, put into the record a list of charters consum- 
mated since the intercoastal shipping act went into effect in 
1933. It showed that a total of 173,826 gross tons of grain 
charters had been made, 18,000,000 feet of lumber, and other 
miscellaneous cargo. Mr. Warley said there might have been 
other charters made in this period but the list showed all those 
he had been able to locate. The examiner asked the various 
lines to examine the list with a view to informing the bureau 
whether the charters had been filed with the bureau. This 
was objected to by Major Locke and the examiner informed 
him that the bureau was not limited under the law in the 
scope of its inquiry. 

In that case, Major Locke said, to confine it merely to the 
intercoastal carriers would be futile and he felt that every 
American steamship owner having idle tonnage should be 
queried on the subject. There was no provision in the inter- 
coastal act, he added, to prevent American owners outside the 
trade from chartering their ships when and where they wished. 
The Nelson Line argued, he said, that its steamers under char- 
ter were free of incumbrance as far as any governmental agency 
was concerned. 

Asked by Examiner de Quevedo for suggestions to remedy 
the situation, R. T. Mount, counsel for the Calmar Line, said it 
seemed unfair to the regular intercoastal operators not to be 
able to charter their vessels in the trade when an outside 
operator could do so. The Calmar Line felt, he said, that char- 
tering was contrary to the 1933 shipping act but that, if suf- 
ficient power was not contained in the act, additional legisla- 
tion should be enacted. 

Major Locke suggested to the examiner that the docket 
of the so-called Girdwood case contained valuable information 
on the question of moving full cargoes of grain from Pacific 
coast ports, and the examiner advised him to include argument 
along these lines in his brief. 

E. J. Martin, traffic manager of A. L. Burbank and Company, 
general agents for the Shepard Line, was questioned at length 
by Mr. Mount regarding the charter of the steamer Harpoon, 
delivered on August 7, 1934, at Seattle to load grain for Albany. 
Mr. Mount attempted to develop that the charterers of the 
vessel were able to transport their grain at a cost less than 
the published tariff rate of the regular intercoastal carriers, but 
was unable to establish this satisfactorily because of informa- 
tion lacking at the moment. 

Harold S. Deming, counsel for the Shepard Line, brought 
out from the witness that the latter believed the grain would 
not have moved at all if it had been necessary to pay the tariff 
rate and that the charter enabled the shippers of the grain to 
get a possible range of discharging ports from Texas to Maine, 
which would not have been available in a regular steamer, 


The Traffic World 


Vol. LIV, No. 14 


R. C. Thackara, chairman of the defunct United States 
Intercoastal Conference, introduced a final statement showing 
pool receipts and distribution under the conference agreement 
covering the period from April 1 to June 30, 1934. Figures 
for the final month of the conference operation Were yet to be 
completed, he said, and, in answer to questions by Major Locke, 
he admitted that one line, the Luckenbach, was delinquent in 
paying its share of the pool for that month. 

Taking up the questionnaire sent out by the bureau to the 
various lines, the examiner recalled Mr. McPherson. He sub. 
mitted financial] statements as called for in the questionnaire 
under schedules 1 and 2 and agreed to exchange copies of these 
statements on a reciprocal basis with the other lines. 

The other intercoastal carriers submitted similar financia] 
statements as the hearing continued October 4. Mr. McPherson 
resumed the stand and was questioned with respect to various 
items in his exhibit and was followed by Mr. Talmadge, who 
presented the financial statement in behalf of the Panama Pacifi 
Line. 

Mr. McPherson said, in reply to questions by the examiner 
that the American-Hawaiian Line paid no fees or commissions 
to forwarders or terminal companies based on the volume of 
business which they obtained for the line and the company’s 
solicitors received fixed salaries. 

Mr. Talmadge said no commissions were paid on inter 
coastal business, all solicitors of freight being on a salary basis 
Asked by Mr. Warley as to whether revenue from mail pay was 
included in the figures on total revenue of the line, he said the 
figure included all revenue from every source, Major Lock 
asked about the figure stated for total eastbound tonnage carried 
by the line, which, he said, appeared low and Mr. Talmadg: 
said he thought the Panama Pacific Line carried the smallest 
percentage capacity in the trade eastbound. 

The witness was questioned by the examiner as to the desig 
nation of specific piers and terminals in the tariff and Mr 
Talmadge admitted that the westbound tariff was vague in this 
respect, though the eastbound tariff was specific. The examiner 
said he felt the present system was inconclusive and that th 
Shipping Board Bureau might like to have some information or 
it with a view to laying down rules for designation of terminal 
points in the future. 

Mr. Warley then presented the financial and tonnage staté 
ment for the Calmar Line and was questioned along similar lines 
Regarding chartering of tonnage in the intercoastal trade, he 
said in reply to questions by Major Locke that he advocated th 
fixing of charter rates in this trade. 

In this connection, Mr. Warley submitted a list of the ow 
ers of vessels not regularly engaged in the intercoastal servic: 
who did not, as far as he could determine, file tariffs or charter 
parties with the Shipping Board Bureau. 

A. J. Mouris filed schedules in behalf of the Weyerhaeuser 
Steamship Company and the Pacific Coast Direct Line. Asked 
in regard to the connection between the Weyerhaeuser Com 
pany and the Pacific Coast Direct Line, he said the latter was 
not engaged in the trade until June, 1933, when it began to op 
erate in the westbound service. The Weyerhaeuser ships, used 
by the Pacific Coast Direct Line, operate only eastbound and 
prior to June, 1933, he understood they carried only lumber east 
bound and then returned to the Pacific Coast in ballast. 

Mr. Caldwell introduced schedules for the Luckenbach and 
Luckenbach Gulf lines. He was asked by the examiner whether 
these lines paid commissions and replied that they paid them 
only to their Panama Canal agents and to one representative 
whose headquarters were inland, and who was employed on 
that basis. They had no understanding with their Pacific Coast 
terminals, he added, as they had their own salaried staff al 
Oakland to solicit business, 

Considerable discussion developed over the question of 
steamers which the Luckenbach Line chartered to the Lucken 
bach Gulf Line. In the schedules filed by the Luckenbach Line 
revenue from charter hire of these ships was not included, Mr. 
Caldwell said, as this was not considered transportation revenue, 
Mr. Warley said he thought the schedules were an incomplete 
return, as the net oprating results for each company were it 
cluded, but not the charter hire and operating expenses. 

Examiner de Quevedo said he felt there might be a ques 
tion as to the status of the Luckenbach Gulf Line as a com- 
mon carrier. Major Locke referred to the so-called Girdwood 
case and said that the Girdwood Line had been denied admission 
to the Gulf trade because it operated chartered tonnage. The 
examiner did not wholly agree with this view of the Girdwood 
case, however. 

Others who submitted schedules showing revenues and (0D 
nage figures and were questioned briefly, included Thomas J. 
Burton, vice-president and traffic manager of the Argonaut Line, 
and Walter M. Wells, vice-president of the Isthmian Steamship 
Company. 
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FLORIDA SHIP CANAL 


lhe proposed Atlantic-Gulf Ship Canal across Florida “is 
ide the normal, self-liquidating requirements” under PWA 
lations for repayment and amortization, a special board 
rted October 4. 
The board, composed of army engineers and PWA repre 
tatives, reported the canal could earn operating and mainte- 
nance expenses, but would not retire a bond issue even at a 
per cent interest rate within a reasonable period. 
The loan necessary for construction of the canal could not 
repaid without interest in less than 80 years, the report 
/ The board was instructed to make an economic study to 
ermine the possibility of the project liquidating a loan with 
erest at 2 per cent and repayment of the cost of construction 
hout interest in 50 years. 
The board had reported in June that the estimated cost of 
-foot sea-level canal would be $143,000,000, exclusive of in- 
est during the six-year period of construction. 
The board was compased of Walter J. Douglas, chairman; 
Warren T. Hannum, corps of engineers; Maj. Brehon Somer- 
vell, corps of engineers; Clarence McDonough, Director of En- 
vineering, PWA, and Frederick H. Fowler, member of the PWA 
Board of Review. Its conclusions were unanimous. 
The report follows: 


June 8, 1934, this board subi tted a report upon the pro 


\tlantic-Gulf Ship Canal across Florida wherein the cost of 
f a level canal was estimated at $143,000,000, ex« ulsive of 
st during the six-year period of construction 
This ipplemental report is ubmitted n compliance with the 
wing instructions transmitted by you t the Secretary of War 
Work out financing at 3 per cent Determine probable revenut 
t of operation and see if it will pay a back bond issue in 
est nstructions were mended subsequently requiring the 
o to consider liquidation of the project with interest at 
cent and repayment of the cost of construction without in- 
thin 50 years."’ 
determine’ the probable revenue of the canal it has been 
ry to estimate the development f commerce in the Gulf 
yposed period of liquidatior Estimates so far into the fu 
be at most but approximatior 
rgo tonnage of the Gulf consists largely of petroleum and 
ct In 1931 these onstituted about 75 per cent of the 
borne cargo tonnage available for economical canal move- 
i he continuing availability ol this large item of commerce 


amental to the liquidation of the cost of the canal Unfor- 


a rapidly decreasing resource 
bable oil reserve of the area tributary to the Gulf, based 
é by experts of the l S. Geological Survey and other 
s, and adjusted y this board to the date of opening the 


41, range from pra‘ ally nothing or total exhaustion of the 
to approximately 12,000 million barrels Because past fore- 
ve been so far below the oil resources later found to be 
the board accepts as a basis for estimating probable traffic, 

t optimistic of these estimates, namely, 12,000 million barrels, 


cent of which, or 4,000 million barrels, should transit the canal 


self supporting, pay interest at 2 per cent, and to liqui- 
ost of the canal within 50 years, the revenue from carriers 
eun nd its products, in addition to the revenue derived 
| traffic and carriers of other commodities, would be de- 


18.000 million barrels 
54,000 million 


board to be 


ipon a movement of approximately 
im, representing a recoverable reserve of 
er four times the amount estimated by the 
canal movement 


e board estimates that the traffi n other commodities, amount- 
resent to about 25 per cent of the Gulf waterborne cargo 
available for economical movement through the canal, will 
innually, but the increment will be too small by a wide 


provide revenues sufficient to produce a favorable financial 


her uncertainty attaches to the estimates of revenues from 
oject because operators of shipping in this country, accus- 
o have free use of publi waterways, have displayed a 
pathy toward the proposed improvement, particularly if 
charged, A substantial part of the proposed canal route is 
ree waterway improved by the federal government 
ire the general use of the canal by shipping, the board 
lls must be substantially less than ship operating costs for 
e Which would be saved by vessels passing through the canal 
upon the best available data and an investigation of the 
ping which could economically use the canal, the board is of the 
on that tolls should not exceed an average of 8 cents per net 
ed ton The estimated 
Ximately 75 per cent of the 
the time saved by 


revenue on this basis would equal 
total estimated ship operating costs 
vessels transiting the canal, 
revenue accruing from a toll of 8 cents per net registered 
the estimated shipping, plus revenues from local traffic and 
vessels, would not retire a bond issue even at a 2 pel 
terest rate 
canal would earn operating and maintenance expenses and 
etically the cost of construction could be repaid without in- 
l C in 80 years However, a forecast for such an extended period 
2 f doubtful value Without repaying the cost of construction, 


les d 


he 


derived from tolls at 8 cents per net registered ton would 
perating and maintenance expenses and an average of about 
er cent per annum on the first cost, 
he advocates of the proposed improvement anticipate the fol- 
collateral and indirect benefits: Relief in the present emer- 
timulation of commerce and shipping; adjustment of freight 
, nd mail subsidies; reductiom in hazard of shipping during the 
Season; value to shipping and possibly to the army and 
iring a war, #nd provision of a third route to and from the 
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Panama Canal These cannot be given a value in a 


financial report 


monetary 


LAKE ERIE-OHIO RIVER CANAL 


The board of engineers for rivers and harbors of the War 
Department has ordered additional investigation of proposed 
location of a canal linking Lake Erie with the Ohio River. The 
board held a hearing September 17 to give proponents of the 
various routes under consideration an opportunity to present 
their views. 

“As a result of the data 
a statement issued by the 


presented at this hearing,” 
War Department, “the board has 


says 


found it advisable to have the division engineer, Ohio River 
division, Cincinnati, O., and the district engneer, Pittsburgh, 
Pa., undertake certain additional investigations. These inves 


tigations will be expedited so that the board may complete its 
review with the least delay consistent with the full considera- 
tion of the subject.” 


AID FOR MERCHANT MARINE 

T. V. O’Connor, formerly chairman of the Shipping Board, 
has issued a statement criticizing Secretary of Agriculture Wal- 
lace for the latter’s recent utterance on the subject of the mer 
chant marine and the ship subsidy, and commending President 
Roosevelt for declaring in favor of continued government aid 
for the merchant marine (see Traffic World, Sept. 1, p. 341) 
Mr. O’Connor charged that there was a great deal of misrepre 
sentation as to the cost of government aid to shipping 


WATER CARRIER AGREEMENTS 
The following action has been taken by the Department of 


Commerce on agreements filed pursuant to the provisions of 
Section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


Agreement No. 3125, between Williams Steamship Corporation and 
Oceanic and Oriental Navigation Company covering the transportation 
of general cargo on through bills of lading from China, Japan, Siam, 
French Indo-China, and the Philippine Islands to Puerto Rico, trans- 
shipped at Los Angeles Harbor or San Francisco 

Agreement No, 3431, between Argonaut Steamship Line, Inc., and 


Bay Cities Transportation Company covering the transportation of 
cargo under through bills of lading between | S. Atlantic ports and 
Oakland, Alameda and Richmond, Calif., transshipped at San Fran 
cisco. 

Agreement No. 3439, between Border Line Transportation Com- 
pany, Puget Sound Freight Lines, Puget Sound Navigation Company, 
Skagit River Navigation & Trading Company, and States Steamship 
Company covering the transportation of general cargo under through 
bills of lading between I S. Atlantic ports and U. S. Puget Sound 
ports, transshipped at Seattle or Tacoma 


Agreement No. 3442, between Calmar Steamship Corporation and 
States Steamship Company covering the transportation of cargo on 
through bills of lading from China, Japan, and the Philippine Islands 
to U. S. Atlantic Coast ports, transshipped at San Francisco, Los 
Angeles Harbor, or Portland. 

Agreement No. 3448, between Dollar Steamship Lines, In Ltd., 
ind Lykes Bros. S.S. Co., In overing the transportation of cargo 
on through bills of lading from the Philippines, China, and Japan to 
Galveston and Houston, transshipped at Cristobal, Canal Zone 

Agreement No. 3452, between American Line Steamsh p Corpora- 
tion and Canadian Government Merchant Marine, Ltd., covering the 
transportation of certain specified commodities on through bills of 
lading from U. S. Pacific Coast ports to Montreal, Canada, trans- 
shipped at New York 

Agreement No. 3490, between Lamport & Holt Ltd., American 
Republics Line, The Booth Steamship Company, Ltd., A. B. Svenska 
Brazil La Plata Linjen and Cia de Navegacao Lloyd Brasileiro pro 
viding for application by the parties of a rate of 35 cents per bag of 
60 kilos on shipments of cocoa in bags from Bahia, Brazil, to North 
Atlantic ports 





Agreements Modified 


Agreement No. 2410, between Wilhelm Wilhelmsen and Bull In- 
sular Lines, Inc., covering the transportation of certain commodities 
on through bills of lading from Japanese ports to Puerto Rican ports, 
transshipped at New York. Modification provides for the inclusion 
of enamelware as a commodity to be transported thereunder 

Agreement No, 2326, between Wilhelm Wilhelmsen and Bull Insular 
Line, Inc., covering the transportation of all commodities, with cer- 
tain specified exceptions, on through bills of lading from Japanese and 
Chinese ports to Puerto Rican and Dominican Republic ports, trans 
shipped at New York Modification provides for the inciusion of en- 
amelware as an excepted commodity 





Agreements Cancelled 


Agreement No. 1274, as modified, between Swayne & Hoyt, Léd 
(Gulf Pacific Line), and Standard Fruit & Steamship Company cover- 
ing the transportation of cargo on through bills of lading from U. 8S 
Pacific Coast ports to West Indies ports, transshipped at New Orleans. 

Agreement No. 1297, as modified, between Swayne & Hoyt, Ltd 
(Gulf Pacific Line), and Munson Steamship Line covering the trans- 
portation of cargo on through bills of lading from U. 8S. Pacific Coast 
ports to West Indies ports, transshipped at New Orleans 

Agreement No. 2032, between Munson Steamship Line, Seatrain 
Lines, Inc., Standard Fruit & Steamship Company, United Fruit Com- 
pany, and Swayne & Hoyt, Ltd. (Gulf Pacific Line) covering’ the 
transportation of cargo on through bills of lading from U,. S. Pacific 
Coast ports to Cuban ports, transshipped at New Orleans 

Agreement No. 3027, between Calmar Steamship Corporation and 
California Steamship Co. covering the transportation of cargo unde! 
through bills of lading between taltimore, Md., and Philadelphia, 
Pa., and San Diego, Calif., transshipped at Los Angeles Harbor 

Agreement No. 3285, between American Republics Line, The Booth 
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Steamship Company, Ltd., A. B. Svenska Brazil La Plata Linjen and a 


Cia de Navegacno Lloyd Brasileiro providing for maintenance of rate 1932 
of 35 cents per bags of 60 kilos on shipments of cocoa from Bahia to — / ‘ 
It will be noted, the report said, “that automobile regis 


North Atlantic ports. 
tration in 1933 was 93,827,290, and represents an increase of 
1.4 per cent over the preceding year, and is quite comparable 


W THR W 7 nye J m 
A TER AY REGL LA I ION with the number of automobiles registered in the peak year ot 
Proposed regulation of waterway carriers and other changes crossing accident casua ies 
g ties. 
act contained in Coordinator East “Gasoline consumption, which is a fair barometer of auto 
16,025,562,000 gallons during the year 1933, 


decrease of 1,057 fatalities below 1928 and fourteen below 


in the interstate commerce 
man’s recommendations to the President and Congress are at- mobile use, Was 
water- which is an increase of a trifle less than two per cent over 
The increasing use of smaller cars with 


by Joseph W. Porter, chairman of the 
Association of Commerce 
nmissioners of the Port 


tacked in a report 
ways committee of the New Orleans 
and traffic manager for the Board of Col 
of New Orleans. The regulatory proposals of the Coordinator over and across railroad 
are declared to be in the interest of the railroads and opposed possibly exceeded that year's traffic. 
to the public interest. “To the credit of the automobile driver and the activities 
“Claims have been made that of the railroads,” the report continued, “attention is called to 
facilities to handle all the traffic the increasing number of automobiles actually in use at high 
report, “the inference being that, because per crossing fatality, the figure now being one 
should adopt a system of regulation that will preclude any Pos death to 15,769 automobiles, compared with 15.405 automobiles 
sible development of other forms of transportation.” The most in 1932 and 9,638 automobiles in 1928. 
ardent advocates of the railroads are forced to admit that they “The record of motor vehicle fatalities upon streets and 
are over-capitalized, it is asserted, and objection is raised to their highway is reasonably accurate, In 193%, there was one pow 
being made the special wards of government. No single indus fatality for 821 motor cars operated. The number of 
try has received such “pounties” from the government as the injuries due to motor car operation upon highways is not so 
railroads, declares Mr. Porter, adding: “The cry is made that, readily determined put probobly runs about one injury to every 
have been made navig- : 


the preceding year. 
greater mileage per gallon of gasoline, indicates that the traffi 
tracks was fully equal to 19382, and 


the railroads have sufficient 
that can be offered,” says the 
of such facilities, we way crossings, 


every 


900 cars registered.” 
safety supervisor of the Great 


as the water carriers use water ays thal 
able by government agencies at public expense, such carriers Cc. L. La Fountaine, general 
for their use, All of these state Northern Railway, St. Paul, Minn., chairman of the safety se 


essed something 
presided at the convention. 


interest 


should be ass 
ments are made in the tion, 


Proposals of the Coordinator 
and 16 are all opposed, with the assertion that the act, as it now 
reads, is satisfactory. j ‘ mp — 
“We do not believe MAIL CON | RAC I 
The 


Coordinator are in the public 
inclined to the belief that his ¢ 


of the railroads.” 


for changes in sections 4, 15 


rid 


) g 
that the regulations proposed by the INQUIRY 
interest,” it is stated. “On the rafiic We Washin 
hief concern 18 With Postmaster General Farley, First Assistant Postmaste! 
General Howes, and Karl A. Crowley, solicitor of the Post Offic 


contrary, we are 
for the railroads, 80 much so that his recommendations take on 
the aspect of class legislation.” Department, presiding, the department's inquiry into foreign 
p mail contracts, ocean and air, as directed by executive order o! 
NEW JERSEY TRAFFIC LEAGUE President Roosevelt, was begun October 4. 
‘ : oa : ‘ a The mail contractors are required to show cause why thei 
The New Jerse) Industrial rrafic , League September ot contracts should not be modified or canceled (see Traffic ‘World 
unanimously concurred in the action of commercial and civic July 28, P. 151). 
New York-New Jersey metropolitan area, The department’s inquiry follows that of the special Senat« 
Black, of Alabama, and attacks 


organizations in the 


calling on Commissioner of Docks 
powers vested in him 


John McKenzie ot New committee headed by Senator 


by the city py the senator on practices under the existing ship subsidy 


York to use the regulatory 
charter and insist that steamship carriers accept and deliver system. 
all merchants using (heir service. This action John E. Lemiell, director of the international postal servic 
and Charles H. Clarahan, postal inspecto! 


the freight of 
was prompted, it 
shippers’ trucks 
union labor, and the refusa 
freight. President Arthur N. Granzen 
the export and import committee and 


of the interference of of the department 
members of submitted information relating 
interdepartmental comm 
of the Shipping Board Bureau, 
nd ship reconstruction loans mac 


to the making of mail contracts 
ittee on shipping. James 
submitted 


is stated, by reason 
employing non-union drivers, by 
1 of marine workers to handle such and data of the 
named James L. McFad- (Craig Peacock, director 
Bernard Flynn data as to ship construction a 


den of 
of the drayage committee to attend conferences called for the by the Shipping Board 
purpose of discussing further action to he taken in the interests Following the submission of this underlying data the depar 
of the shipping public. ment officials began inquiry into the affairs of individual ocean 
carriers. 
mail payments unde! 


ER FACILITIES Post Office data submitted showed that 


White subsidy act to June 30, 1934, totaled $119, 


PHILADELPHIA PIERS LUMB 


Philadelphia Piers, Inc., Philadelphia, announces the con the 1928 Jones 
the storage of kiln dried lumber at 957,756.33 and that the additional payments required to termina 
the contracts would aggregate $188,837,403.67. At pound 


steel shed for 
It is said that the new facility 
for dry storage of lumber.” 
for use November lI, being already under 
conjunction with 25 acres of storage space it will round 
facilities at the terminal so that ship- 

Port of Philadelphia will be assured of proper and 
of their shipments, according to the an 
1,008 feet longs and 92 payments 

storage reconstruction loans, 
It was stated that in 

velop the facts surrounding 

the administration thereof and 


will be “the tion of 
It will age rates the cost of 
this year on American 
and on foreign vessels, 
amount of subsidy involved in the payments of $119, 257,756.33. 
Ship construction and ship reconstruction loans up 
30, 1934, to ocean mail contractors, totaled $107,593 957.32. Re 
on construction loans totaled 
$1,097,994.3 


struction of a 
its Pier 96 South. 
finest on the Atlantic Coast 


transporting the mail from 1928 to. 
vessels would have been $ 


oo 





be ready construction 
way. In 
out the company’s lumber 





pers to the 
expeditious handling 
nouncement, The new shed will be 
feet four inches wide. It will provide additional dry 
for approximately 5,000,000 board feet of lumber. 

their value as postal cont 


accidents that took place in tinuation of operation of 
motor ered by 


the Replying 


mail contracts. 
to an inquiry by Solicitor 
mail contract vessels being fit 


Twenty-eight per cent of all 
1933 at highway-railroad erade crossings resulted from 
vehicles colliding with the sides of trains, according to 
report of the committee on prevention of highway crossing ment as to ocean 
accidents submitted October 3 to the fourteenth annual con naval auxiliaries, Secretary 
vention of the safety section of the American Railway Associa designated by Mr. Crowley were 


tion in Cleveland, O. tially more or less valuable 
Motor vehicles colliding with the sides of trains accounted of them were comparatively old and slow. 


for seventeen per cent of the fatalities and forty per cent of “The United States merchant 
the injuries, H. A. Rowe, chairman of the committee, told the of relatively new, 
convention. slow vessels such as these in the 
Since 1928, when said Secretary Swanson. 


at highway railroad grade 
ir on record, there has been 
of fatalities, the number in 1933 having been 


sufficient number 
able having to use old, 
national emergency,” 
adjourned October 


resulting from of a grave 
»ssentatives of the Columbian Ste 


The hearing Was 
as planned to hear repre 


the number of fatalities 
crossings Was the greatest 
a constant reduction in it W 


accidents 
1,511 ghip Line. 


for any ye 
the number 
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5 534,509 and 


$6,802,434.90, it was stated, showing the 


to June 


$12,064,983.08 and on 


the inquiry the department would de 
the awarding of the mail contracts, 
racts 
to file briefs justifying con 
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AIR MAIL COMPENSATION 


The Trafic Worid Washingtcn Bureau 


YNDER the air mail act of 1934, the Commission merely has 
[ the right to fix maximum rates of pay for air mail carriers 
which may be paid by the Post Office Department on the award- 
ing of new contracts after bids have been asked, according to 
Karl A. Crowley, solicitor of the Post Office Department. 

The solicitor set forth the position of the department as 
to the construction of the air mail act in an cpening statement 
October 1 at the Commission’s hearing in Air Mail Docket No. 
|. air mail compensation, before Commissioners McManamy and 
Miller, and N. B. Haley, director of the Bureau of Air Mail, 
and Examiner Law. 

R. S. Pruitt, speaking for American Air Lines, Inc., said 
that, at the opening hearing, he would not attempt to con- 
rovert the position taken by the Post Office Department but that 
his position was that Congress, in authorizing the Commission 

fix fair and reasonable rates for the transportation of air 
mail, had not limited the Commission’s authority only to re- 
ductions—and not increases—in rates of pay. He said that 
since the present air mail contracts were entered into expenses 
of the operators had been substantially increased because of 
rulings made by the National Labor Board and that great losses 
had been incurred. He said the Commission, in establishing 
reasonable rates, must increase some of the rates. 

Commissioner McManamy, presiding, said argument would 
be heard by the Commission after the taking of testimony to 
levelop the facts about the air mail situation had been com- 
pleted. Following the statements of Solicitor Crowley and Mr. 
Pruitt the taking of testimony as to the detailed operations of 
the air mail service was begun. 

Mr. Crowley argued that, under the air mail act, the purpose 
of Congress, in effect, was to have the Commission act as a 
check against unreasonably high rates being paid to air opera- 

rs for transporting the mails. Outlining what he said was 

authority of the Commission under the act, he said: 


on 6 (a) empowers and directs the Interstate Commerce Com- 

hold hearings and determine by order the fair and reasona- 

te of compensation for the transportation of air mail by air- 

and the service connected therewith over each air mail route, 
excess of the rate provided for in the act. 

Section 6 (b) directs the Commission to review the rates of com- 
ition being paid to the holder of each air mail contract at least 
each year in order to be assured that no unreasonable profit 

lting or accruing to the contractor 

Section 6 (c) authorizes the Postmaster General to continue the 
contracts for an indefinite period ‘“‘subject to any reduction 
ite of payment therefor, and such additional conditions and 

the said Commission may prescribe, which shall be consis- 
th the requirements of this act.” 


the + 


se three paragraphs of Section 6 clearly indicate that it was 
ntention of Congress that the government be protected against 
easonable profits resulting or accruing from air mail contracts 
that these provisions were enacted for the benefit of the United 
and not for the benefit of the contractors 
equally clear that it was the intention of Congress that the 
é of a scientific rate-making body, such as this Commission, 
Were needed so that any Postmaster General might not be compelled 
to | unreasonable rates for the carrying of mail by air 
\nd it is evident that Congress had in mind the possibility that 
gh contracts were awarded by competitive bidding, yet there 
t be a situation whereby air mail contractors could procure con- 
t rates in excess of a fair and reasonable rate, even though 
aximum base rate was fixed by law at 33 1/3 cents per airplane 
re is not the slightest indication anywhere in the law that 
. intended to authorize the Interstate Commerce Commission 
ease the rates which a contractor, presumably in good faith, 
to accept It must be reasonably concluded that section 6 
W ntended to confer upon the Interstate Commerce Commission 
U wer and duty to fix the maximum limitation of rates within 
new contracts can be awarded, after having been advertised, 
1 direct reductions in the rates of any of the present contracts 
that extended beyond the expiration dates of the temporary 
for which they have been awarded. * * * 
onclusion the department submits 
That the present contracts are validated by the air mail act of 
d are binding upon all parties until the termination thereof. 
That the ‘act merely gives the Commission the right to fix 
x m rates of pay which may be paid by the Post Office De- 
upon the awarding of new contracts after the same have 
luly advertised 
‘hat the maximum rates of pay fixed by the Commission as 
and reasonable rate will not affect the rates of pay provided 
the present contracts, whenever the contract rate is lower. 
That the Postmaster General has authority to extend the 
contracts, or any of them, for an indefinite period at the 
now in effect or at such lower rates than the present contract 
nd subject to such other conditions and terms as the Commis- 
prescribe, 
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The majority of air mail contractors have been operating 
at a loss and those showing other than a deficit in net income 
are not making much money, according to an exhibit showing 
revenues and expenses of the lines, compiled from monthly 
reports to the Post Office Department. Information taken from 
the exhibit follows: 

United Air Lines, Inc.—Mail compensation, $145,204.72 for 
July and $396,361.68 for May 8 to July 31; deficit in net income 
of $71,486.33 for July and of $167,068.20 for May to July period. 

T. W. A., Inc.—Mail compensation, $76,524.88 for July and 
$197,802.40 for May 13 to July 31; deficit in net income of 
23,810.72 for July and of $34,465.30 for May to July period. 

Northwest Airlines, Inc.—Mail compensation, $26,513.85 for 
July and $56,592.85 for May 26 to July 31; deficit in net income 
of $139.02 for July and of $1,555.10 for May to July period. 

American Airlines, Inc.—Mail compensation, $32,547.21 for 
July and $83,992.79 for May 13 to July 31; deficit in net income 
of $5,898.65 for July and of $15,224.23 for May to July period. 

Eastern Air Lines, Inc.—-Mail compensation, $14,668.38 for 
July and $34,451.69 for May 16 to July 31; deficit in net income 
of $27,605.73 for July and of $60,556.60 for May to July period. 
(These figures for Route No. AM 5.) 

Eastern Air Lines, Inc.—Mail compensation, $42,472.03 for 
July and $104,646.29 for May 16 to July 3 deficit in net income 
of $15,635.05 for July and of $26,110.33 for from May 16 to July 
31. (These figures for Route No. AM 6.) 

American Airlines, Ine.—Mail compensation for July, 
$23,807.83, and May 13 to July 31, $61,024.43; deficit in net in- 
come of $55,221.76 for July and of $94,941.78 for May to July 
period. 

Pacific Seaboard Air Lines, Inc.—Mail compensation for 
July, $9,656.50 and for period June 3 to July 31, $18,157.65; 
deficit in net income of $6,589.12 for July and of $15,511.20 for 
period June 3 to July 31. 

Braniff Airways, Inc.—Mail compensation for July, $13,- 
317.25, and for period May 17 to July 31, $32,655.99; net income 
of $579.67 for July and deficit in net income of $143.53 for period 
May 17 to July 31. 

Eastern Air Lines, Ince.—Mail compensation for July, 
$10,866.50, and for period June 1 to July 31, $21,396.87: deficit 
in net income for July of $2,469.26 and for period June 1 to 
July 31, $9,936.20. (These figures cover route No. AM 10.) 

United Air Lines, Inc.—Mail compensation for July, $38,- 
351.34, and for period May 8 to July 31, $104,994.95; deficit in 
net income for July, $15,822.32, and for period May 8 to July 
31, $51,615.23. (These figures cover route No. AM 11.) 

United Air Lines, Inc.—Mail compensation for July, $42,- 
441.17, and for period May 8 to July 31, $116,963.45; net incorhe 
of $4,227.71. for July and deficit in net income for period May 
8 to July 31, $3,057.98. (These figures cover route No. AM 12.) 

General Air Lines, Inc Mail compensation for July, $11, 
576.64, and for period May 8§ to July 31, $31,742.40; deficit in net 
income for July of $8,531.51 and for period May 8 to July 31 of 
$17,257.13. 

Central Airlines, Inc.—Mail compensation for July, $13,- 
245.65, and for period May 17 to July 31, $31,836.78; deficit in 
net income of $6,525.94 for July and of $30,043.05 for period May 
17 to July 31. 

Long & Harman, Inc.—Mail compensation for July, $13,- 
545.54, and for period June 1 to July 31, $26,746.44; net income 
for July of $4,976.69 and for period June 1 to July 31 of $11,219.21. 

Hanford’s Tri-State Airlines, Inc.—Mail compensation for 
July of $14,159.24 and for period June 1 to July 31, $27,684.22: 
net income of $722.18 for July and deficit in net income of 
$1,762.62 for period June 1 to July 31. 

Wyoming Air Service, Inc.—Mail compensation for July of 
$6,466.60 and for period May 15 to July 31, $13,860.70; net in- 
come for July of $1,834.56 and for period May 15 to July 31, 
$487.45. 

American Airlines, Inc.—Mail compensation for July of 
$7,437 and for period May 13 to July 31, $18,661.33; deficit in 
net income of $14,916.32 for July and of $35,270.81 for period 
May 13 to July 31. (These figures cover route No. AM 18.) 

Alfred Frank—Mail compensation for July of $12,496.06 and 
for period May 15 to July 31, $31,449.28; net income of $857.22 
for July and of $1,465.86 for period May 15 to July 31. 

t Robertson Airplane Service Co.—Mail compensation of 
$669.50 for period July 25 to July 31; deficit in net income of 
$1,172.88. 


OOo Oe Oe Oe Oe Be Bee Oe Oe BeBe Oo Be Oo Oe Or Oe Oe Oe Oe Bo Oe Oe OOo Oe BeBe Oo Bo OOo Oe Oe Oe Seo GoeG 


Aviation News 
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American Airlines, Inc.—Mail compensation for July of 
$9,047.36 and for period June 10 to July 31, $14,948.43; deficit 
in net income for July of $11,068.77 and for period June 10 to 
July 31 of $20,872.53. (These figures cover route No. AM 21.) 

American Airlines, Inc.—-Mail compensation for July of 
$4,334.57 and for period June 10 to July 31, $7,270.89; deficit in 
net income of $12,340.60 for July and of $18,548.34 for period 
June 10 to July 31. (These figures cover route No. AM 22.) 

American Airlines, Inc.——Mail compensation for July of 
$10,928.45 and for period June 10 to July 31, $14,565.83; deficit 
in net income of $28,921.40 for July and of $52,680.69 for period 
June 10 to July 3 

Delta Air Corporation—Mail compensation for July of $13,- 
758.79 and for period July 4 to July 381, $138,758.79; deficit in net 
income of $3,604.75 for period July 4 to July 3 

American Airlines, Inc.—-Mail compensation for July of $10,- 
737.83 and for period June 10 to July 31, $18,481.99; deficit in 
net income of $13,516.22 for July and of $31,075.14 for period 
June 10 to July 31. (These figures cover route No. AM 25 

Hanfords Tri-State Airlines, Inc.-Mail compensation for 
period July 3 to July 31, $9,267.64; deficit in net income for 
that period of $500.78. 

National Airways, Inc.—-Mail compensation for July of 
$7,028.96 and for period June 25 to July 31, $8,324.60; deficit in 
net income for July of $464.34 and for period June 25 to July 
31 of $146.37. 

Wyoming Air Service, Inc.—-Mail compensation for period 
of July of $7,386.06 and for period June 20 to July 31, $10,006.92; 
net income of $2,559.34 for July and $1,058.14 for period June 
20 to July 31. (These figures cover route No. AM 238.) 

Varney Speed Lines, Inc.—Mail compensation for period 
July 15 to July 31, $4,417.72; net income of $1,267.22 for that 
period. 

American Airlines, Inc.—Mail compensation for July of 
$4,538.40 and for period June 15 to July 31, $6,900; deficit in net 
income of $34,836.28 for July and of $61,216.29 for period June 
15 to July 31. (These figures cover route No, AM 30.) 

Pennsylvania Airlines and Transport Co.—Mail compensa- 
tion of $6,282.74 for period July 1 to July 381; deficit in net 
income of $7,547.71. 


AVIATION INQUIRY 
The Trafic World Washington Bureau 


Recommendations for the formulation of future govern 
mental air policies were submitted to the Federal Aviation Com- 
mission at its hearings this week. 

Howard E. Coffin, of Georgia and New York, one of the 
pioneers in the aviation industry and a member of the Morrow 
board which investigated aviation conditions under the Coolidge 
administration, urged the creation of a new department of aero- 
nautics with jurisdiction over all military and civil flying as a 
proper means of coordinating governmental air functions. 

As an alternative proposal Mr. Coffin suggested that the 
National Advisory Committee for Aeronautics, an existing gov- 
ernmental agency, be designated as the central authority to 
control all branches of aviation. 

At the same time he recommended the establishment by 
the government of an air academy for training pilots and avia 
tion personnel comparable to the U. S. Military Academy at 
West Point and the U. S. Naval Academy at Annapolis. 

Former Senator Hiram Bingham, of Connecticut, president 
of the National Aeronautical Association and also a former 
member of the Morrow Board, presented a series of recom- 
mendations bearing on governmental air policy, as follows: 


(1) Establishment of transoceanic airmail, passenger and express 
service to Europe and the Orient through use of lighter-than-air 
built under governmental supervision and financed through govern 
mental aid, 

(2) Government use of money in maintaining flying schools as a 
means of providing trained pilots for air service 

(3) Government appropriation of funds for continued improvements 
in airports over the country, 

(4) Legislation giving proprietary rights to designers of new air- 
craft 

(5) Some form of bonus for developers of new inventions increas 
ing safety and speed factors in aircraft 

(6) Legislation treating navigable air of the United States in the 
same manner as navigable waters of the country. 


Senator Bingham also urged that the commission recom- 
mend revision of present air postage rates to permit the send- 
ing of “airgram” letters through air mail at three cents each, 
and postcards for two cents. He described an airgram as a 
single sheet of regulation size stationery Which might be folded 
and sealed in such a Way ag to eliminate the necessity of an 
envelope. Such a letter suited to needs of large business 
houses would result in a tremendous increase in the volume 
of air mail and produce added revenue through the sale of air- 
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mail stamps, he said, explaining that the aeronautical associa. 
tion had made surveys leading to this conclusion, 

Senator Bingham told the commission that he was pot 
enthusiastic about the use of lighter-than-aircraft for land 
operations, declaring it to be more suited to long water flights 

“The United States,” he said, “should lend financial assist 
ance for the establishment of regular lighter-than-air lines crogs 
ing the Pacific and the Atlantic. Such a service would greatly 
reduce the time of mail service between this country and 
Chinese commercial centers like Hongkong and Shanghai 

“The Commission should take cognizance of the success 
ful operations of transatlantic Zeppelin service by Germany 
between Europe and South America. The Zeppelin service t 
South America has proven to be of great advantage to Germany 
in her foreign trade.” 

Franklin K. Lane, Jr., a member of the commission, asked 
the witness whether it was his idea that the government should 
give financial assistance to American companies initiating trans 
oceanic dirigible service. 

“Unquestionably,” replied Senator Bingham. “The airships 
should be considered as a part of our merchant marine. Th» 
government might very properly lend large assistance to any 
company establishing Zeppelin service across the Atlantic and 
Pacific.” 

He suggested that -the airships be constructed under th 
supervision of the Navy Department and designed for use as 
naval scouts in time of war. 

Questioned by Chairman Howell on the proposal for getting 
up a new department of aeronautics in the government, Mr: 
Coffin said that this would seem to be entirely feasible, judg 
ing from the experience of leading European powers. (\ 
tinuing, he said: 


This seems to be definitely proven by the experience of foreig 
powers, and I would give three cheers if the commission should 
this far in its recommendations 

Whatever measures members of the commission may seé« 
incorporate in their recommendations of future policy will cert 
fail of lasting results unless this commission provides also a proper 
constituted and authoritative agency charged with full responsil 
for the execution of any program that may be laid down 

Any central authority designed to control or definitely influence 
activities of all existing branches of aviation would, of neces 
under our present governmental set-up report direct to the Presid 
either through a new cabinet portfolio as Department of Air or 
one of the independent offices such as the National Advisory ( 
mittee for Aeronautics. There is also the proposal for possible 
cussion of a cabinet Department of National Defense having sul 
visions of War, Navy and Ait 


Mr. Coffin said that in lieu of a separate air department 
“it would seem that the National Advisory Committee for 
Aeronautics might be made to serve out its purpose.” 

“May we not very properly consider such necessary amend 
ment of the statute creating this body that such alterations it 
its personnel may be made and the scope of its duties so broad 
ened that it may assume the responsibilities of the needed co 
ordination and exercise of supervisory authority for insuring 
the execution of all parts of the national program,” he asserted 
adding that this might be better than creating another bureau 
in our “already complicated governmental mechanism.” 

Questioned by Edward P. Warner and Commander Jerome 
C, Hunsaker, two members of the commission, as to whether 
military or commercial influence would dominate a new govern 
ment department charged with administration of air functions 
Mr. Coffin said that because of our vast distances a distinct!) 
commercial flavor would be given operations of the proposed 
new department. 

“We may very well place commercial aviation at the head 
of the scale in this country,” he declared. “In this respect th 
situation is quite the reverse in Europe.” 

Predicting that regular air service between the United 
States and transoceanic countries would be established through 
airdomes or otherwise within the next few years, the witness 
urged the commission to recommend a program that would 
advance the beginning of such service. 

“Already we have seen the fruits of international air ser 
ices,” said he, “South American countries have been brought 
so close to the United States by the development of our alr 
service there that European countries are tremendously dis 
turbed over their trade relations.” 

Elaborating on his proposal for the establishment of a 80 
ernment institution for training pilots, Mr. Coffin said he was 
gkeptical of the present system of widely scattered flying schools 
and believed the government should set the standard with a 
air academy having equal rank in importance with West Poi! 
and Annapolis, 

In the opinion of the witness the growth of air mail and 
air transportation business will be so great within the nex! 
few years that further government subsidies for developme!! 
of the industry will not be needed. 


















The value that will accrue to us in the next ten years 
from our development of air traffic to South America will be 
; reat that we can forget the modest expenditures now being 
and made on aviation,” he concluded. “There is no question but 


1 what the air lines in the future will be able to operate profitably 
Isl without governmental subsidy.” 
Postmaster General Farley filed with the commission a 


ement in which he said: 


nvone Who studies the history of aviation in this and other 
and gives thoughtful consideration to the development of 
it is an obvious fact that for at least a few years longer 
ernment should lend financial assistance to the air transport 
The development and maintenance of this service l of such 
ce that the government should assist them until they reach 


e where they are self-sustaining 


ir as air transport companies are concerned the government, 

opinion, should not undertake to lend financial assistance to 

es not transporting air mail While I do not believe that the 
arrived when the I. Cc. C hould be authorized to issue cer 
of convenience and nece ty to the air mail lines and thu 

t from operating any lines not holding such certificates, 1 do 

li] that with such comprehensive nation-wide system of air mail 

Phi is we now have, there is no occasion for the government to 

, ny non-mail carrying line 


wish to emphasize my opinion that the determination of air mail 





i schedules for same and the letting of contracts should re 
the Post Office Department I feel that the logic of this is so 
the that it is not necessary for me to comment any further on 
desirable, to some extent, to coordinate the development of 
port systems with other transport systems but this coordi 
hould not go to the extent of permitting the air transport 
MT be owned or controlled by other transport systems It is 
: l with the continued rapid development of the aviation 
dg try rather close coordination may be desirable, but when this 
iir transport systems hould be kept independent of other 

ter 


Edward V. Rickenbacker, American ace of aces in the 
World War, testifying before the aviation commission, recom- 
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mended consolidation of all government civil aviation functions 
into a single agency charged with administration of air mail 
and regulation of commercial fiying. He said air functions of 
the War and Navy departments should be left undisturbed. The 
witness declared that only through the establishment of a 
permanent government air commission, charged with the pro- 
motion and regulation of commercial flying, could the country 
develop its full air resources. 

“We should remove the uncertainties that have harassed 
the industry in the past by setting up a permanent commission 
with a definite policy,’ said he. “The commission should take 
over administration of all air mail operations, including the 
awarding of contracts, the designation of routes and the fixing of 
rates, together with all other governmental functions bearing 
on civil aviation such as weather reporting activities of the 
Department of Agriculture and regulation operations of the 
aeronautics branch of the Department of Commerce.” 

Mr. Rickenbacker said that only one air mail company, 
Western Airlines, had been able to pay dividends to its stock- 
holders and then only for a period of two or three years. Vast 
losses had been suffered since then, he said. 

General William Mitchell, retired, commander of American 
air forces in the World War, urged the creation of a new de- 
partment of air with jurisdiction over military and civil aviation 
except that aviation operations of the navy should be left un- 
disturbed He also recommended government operation of air 
mail in conjunction with private commercial companies. He 
said the mail planes used should be capable of a speed of 350 
miles an hour and as a part of its air mail program the govern- 
ment should retain 51 per cent of the stock in commercial air 
companies He said dirigible air lines should be established 
not only to Europe and South America but to Asia and U. S. 
insular possessions He also urged government ownership of 
all aviation patents. 
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TRUCKING RATES AND CODE 
Ti) va World Washingto» 
“ 1 recommendation of the highway transportation commit 
tee and executive committee of the National Industrial Traffic 
League (see Traffic World, Sept. 29) that actual trucking rates 
be charged be filed with and enforced by the trucking code 
dministration was favorably received at the offices of the 
National Code Authority for the Trucking Industry and of the 
\merican Trucking Associations, Inc., though it was explained 
at the attitude of the industry on the proposal was yet to 
e determined It is expected that the proposal will be dis- 
ed at the convention of the trucking association to be held 
t the Stevens Hotel in Chicago, October 22, 23 and 24. 
Under the provisions of the trucking code at present “for- 
te hire’ members of the industry are required to file with the 
as state or regional code authorities schedules of minima for rates 
, nd tariffs covering operations, subject to the right to file 
imendments or alterations from time to time, and members 
are under the injunction not to charge less than the minima, 
out they may charge more and do so It is provided in the 
le that rates charged shall be sufficient to meet the cost of 
ervice except such lesser rate as may be approved by 
appropriate code authority permitting such for-hire mem- 
: to meet the rates and tariffs of a competitor outside the 
. industry. Costs, it is provided, shall be determined in accord- 
on ance With a cost formula to be established by the National 
soa Code Authority with the approval of the NRA. Such a formula 
is been submitted for approval to the NRA, 
So far as the shipper is concerned, there is now no regula- 
of rates under the code. The provisions in the code relat- 
£ to rates are for the benefit of the members of the industry- 
Prevent, if possible, trucking services being sold at less than 
One member may complain of another if charges for 
ces are below the minimum rates on file with the code 
ties There is no control under the code of rates in 
of the minima. 
\t the hearing on the proposed trucking code at the NRA 
n November, 19838 (see Traffic World, Nov. 25, p. 955), the 
National Industrial Traffic League was recorded as being op- 
p 1 to inclusion in the code of any provisions fixing or regu- 
’ £ rates for transportation. The League’s position as ap- 
Proved at its meeting in Chicago in November, 1933 (see Traffic 
World, Nov, 11, p. 85°), - was as follows: 
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In so far as the codes will undertake to make arbitrary rates to 
be charged for transportation services of common carriers and contract 
carriers, Where such charges are not under public regulation, your com 
mittee (legislative) is of opinion that the same principle should apply as 
though the action to fix such charges were undertaken by direct leg 
islation. From the beginning the League has opposed statutory rate 


making and to be consistent with this position, we believe the League 
should reiterate its stand against the arbitrary fixation of rates which 
are otherwise unregulated, where such fixation would practically 
amount to statutory rate-making, 


At the hearings on the trucking code there were vigorous 
protests made against inclusion of rate control provisions by 
shipper spokesmen. There were members of the trucking in 
dustry who favored such provisions but substantial opposi- 
tion to them developed also in the NRA with the result that 
the provisions dealing with rates were written as heretofore 
outlined. 

To put into effect such a proposal as that recommended by 
the National Industrial Traffic League committees would require 
an amendment to the trucking code, which, of course, would 
have to be approved by the NRA, 


MOTOR TAXATION 

Railroads have sought to add to the burden of motor taxa 
tion as a means of reestablishing the railroad monopoly that 
existed prior to the advent of the motor vehicle, declared A. J 
Brosseau, president of Mack Trucks, Inc., and vice-president of 
the commercial car division of the National Automobile Cham 
ber of Commerce, speaking October 3, before the twenty-seventh 
annual conference of the National Tax Association at Boston. 

“No unprejudiced economist or tax expert who is interested 
either in progress or in getting revenue can subscribe to that 
doctrine,” he said. “It is an acceptance of the theory that one 
hears so often that ‘the power to tax is the power to destroy,’ 
and it is a denial to the public of the right to the use of a 
transportation service which it has itself paid fo! 

“Before the advent of motor vehicles, public highways as a 
primary means of communication were maintained from general 
taxation. The possibilities of motor transportation were so 
emphatically demonstrated that special taxation was adopted 
as a means of building roads to obtain convenient and faster 
intercity communication to meet public needs. Efforts to abuse 
this method of taxation should not be tolerated. 

“Motor vehicle taxes continue to climb to new peaks each 
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year in spite of the decline in revenue from other tax sources. 
Special motor vehicle taxes have increased 390 per cent since 
1919 and the amount paid by motor vehicle owners in special 
taxes alone totaled about a billion dollars last year. 

“Motor vehicle users through registration fees and gasoline 
taxes are not only meeting the requirements which tax experts 
have prescribed for them, but in many cases they are doing 
much more. 

“Those who would repress highway transportation have de- 
clared repeatedly that trucks are not paying their way. To per- 
sons informed on this subject the absence of fact behind this 
statement is obvious. 

“The available statistics support the claim that trucks are 
paying enough, and in some cases more than enough, for use 
of the roads. Last year special motor truck taxes totaled 
$303,467,000 and represented 26.7 per cent of the total motor 
vehicle tax payment, though trucks represented 13.5 per cent 
of all vehicles registered. 

“A Bureau of Public Roads analysis of motor truck taxes 
discloses the average truck above 5 tons capacity paid nearly 
five times greater than one of 1% tons capacity or less. A con- 
tract carrier levy Was 80 per cent higher, and a common carrier 
truck 205 per cent higher than one privately operated.” 


IMPROVEMENT OF HIGHWAYS 


With nearly 5,000 federal-aid highway projects already 
completed, more than 3,000 others now under construction are 
affording jobs to 212,544 men on construction sites and an unde- 
termined number indirectly, the United States Bureau of Public 
Roads has informed Public Works Administrator Harold L. 
Ickes, according to a PWA statement, continuing as follows: 


The federal-aid highway program, an integral part of PWA ac- 
tivities, is being financed by an allotment of $400,000,000 from the 
original $3,300,000,000 public works fund and an appropriation of $200,- 
000,000 made by Congress last June. 

It was reported to the Administrator that up to September 22 
work completed accounted for $179,428,000, under construction $190,- 
318,000, contracts awarded but not under construction $12,535,000 and 
approved but not yet awarded $25,063,000, a total of $407,344,000 of 
the $600,000,000 available. 

The program calls for new and approved federal-aid highways 
covering a distance of 25,330.6 miles, enough to circumscribe the 
earth. 

The report showed that 4,955 projects involving 13,415.5 miles have 
been completed at a total cost of $192,653,000 of which $179,428,000 
were public works funds. The states which benefited most in number 
of miles of roadway were Texas, 1,408 miles; North Dakota, 921.8 
miles, and Minnesota, 899 miles. 

The 3,186 projects now under construction involve 8,978.5 miles 
of roadway. The total estimated cost of these projects is $209,149,000, 
of which $190,318,000 is public works highway funds. 

Of the total number of 212,544 men reported employed as of Sep- 
tember 22, 15,444 were working on projects in New York, 15,175 in 
Pennsylvania, 12,288 in Texas, 11,802 in Hlinois and 11,418 in Michigan. 

The report showed 581 projects, estimated to cost $27,032,000, ap- 
proved but contracts not yet awarded, and 386 projects, estimated to 
cost $13,688,000, awarded but not yet under construction. 

Virtually all these projects will be under construction within a 
short time, it Was said. 


TRUCKING CODE ENFORCEMENT 
George W. Shanks, Jr., a truck operator of Seattle, Wash., 
was arrested on complaint. of the Washington State Code Au- 
thority, charging violation of the trucking code, according to 
the American Trucking Associations, Inc., which adds: 


The case was prepared by the NRA state compliance office and 
submitted to the district attorney. Shortly after the filing of the 
papers, the operator was taken into custody. 

The information submitted to the district attorney stated that 
Shanks, operating a mail route in Seattle, had failed to comply with 
any of the provisions of the trucking code. The Washington State 
Code Authority communicated with the Seattle postmaster, calling 
his attention to the fact that the Post Office Department had entered 
into a contract with the operator. It was pointed out that the Presi- 
dent's Executive Order of March 14 requires operators, engaged on 
projects involving the use of federal funds, to comply with the pro- 
visions of the code applying to the industry involved, Despite the 
efforts of the Washington Code Authority, the contract with Shanks 
was allowed to become effective July 1. 

In response to letters from the Code Authority, Shanks replied 
that the contract was not awarded subject to a certificate of com- 
pliance and stating, further, that he understood an exception had 
been granted on his type of contract, relieving him of any code. The 
operator, however, failed to produce the contract, as far as the Code 
Authority was concerned, 

Inquriy at Washington resulted in a letter from the Fourth As- 
sistant Postmaster General stating that ‘‘a mail contractor, because 
of his connection with the postal service is not exempt from a strict 
application of the existing code.”’ 

The Washington Code Authority alleges that Shanks: 

1. Refused to register his trucks and display the code insignia. 

2. Failed to file his schedule of minima for rates and tariffs 

3. Worked his employes on a scale of hours in violation of code 
provisions, 

1. Paid less than code wages 

fh. Cut his employes wage since July 1 from a basis which com- 
plied fairly well with the code to a basis in violation of the code. 

6. Discharged employes apparently because they sought relief 
through the state code authority. 
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7. Intimidated other employes against seeking relief through the 
state code authority. 


TRUCKING AND HOUSEHOLD GOODS 

No witnesses having appeared to participate in the sched. 
uled supplementary hearing of the codes of fair competition fo; 
the trucking industry and for the household goods, storage and 
moving trade, Deputy Administrator E. E. Hughes, of the Na. 
tional Recovery Administration, has announced that the matter 
at issue will be taken up at a conference of interested parties 
The question for determination is whether or not vehicles ep. 
gaged in the transportation of used household goods, or used 
office furniture and equipment, are to be included wholly or 
partly under the trucking code, or wholly or partly under th 
household goods, storage and moving code, 


TRUCKING CODE AUTHORITY 


The National Recovery Administration has announced the 
following members of the trucking code authority for the New 
York state area: F. J. Shortell, 57 Ferry St., New York; Frank 
S. Gottry, 47 Parkway, Rochester; Duane Clark, 434 E. Brigh 
ton Ave., Syracuse; C. G. Mooney, Foot of Dock Street, Yonkers 
N. Y.; A. K. Ainley, 202% State St., Birghamton, N. Y.; C. T 
Villa, 300 Niagara Frontier Food Terminal, Buffalo. 


NEW ENGLAND ADVISORY BOARD 


Prediction of a slight upturn in business in New England 
for the fourth quarter of 1934 was made by the forty-three com- 
modity committees submitting reports to the twenty-first regular 
session of the New England Shippers’ Advisory Board at its 
meeting at the Hotel Carpenter, Manchester, N. H., September 
28. The reports filed at that session indicated that for the 
36-week period business in New England had been 4.5 per cent 
ahead of a similar period in 1933 and that for the final quarter 
of 1934 an increase of one-half of one per cent was anticipated 

The session was presided over by William E. Garcelon, gen 
eral chairman. At the time the report of the cotton committe: 
was received he reviewed the recent labor difficulties in the 
textile industry in New England. In the course of his remarks 
he said that Francis J. Gorman, of the Textile Union, in speak 
ing in Washington had declared that if the mills in the other 
sections of the country, notably in the south, had had the same 
relations with labor that were in effect in the local mills of 
Manchester, all labor difficulty would have been avoided. 

The car service division of the American Railway Associa 
tion was represented by W. J. McGarry of Washington. In the 
course of remarks McGarry cited statistics showing that for 
the five years prior to 1929 normal maintenance expenditures for 
American railroads amounted to in excess of two billion dollars 
a year and that since the depression these expenditures have 
dropped to approximately nine hundred million dollars a year 
“It must be plain that if normal railroad conditions can be re 
stored it will do more than any other single factor to lead the 
country out of the depression into prosperity,” said Mr. McGarry. 

In the reports submitted by the New England railroads par- 
ticular stress was placed by the representatives of the Boston 
and Maine and the New Haven on their new stream-line types of 
trains which have been ordered for delivery to those lines, the 
New Haven in addition reporting that all of the New York-Bos 
ton trains on the Shore Line are now fully air conditioned. 

At a banquet the evening before the board meeting, R. V. 
Fletcher, general counsel of the Association of Railway Execu- 
tives, was the principal speaker. In the course of his remarks 
Mr. Fletcher indicated that there was no real sentiment in off- 
cial Washington for government control of the railways. Said 
Mr. Fletcher: “Except among doctrinaires who are convinced 
that every business affected with the public interest should be 
owned and controlled by government authority, there is no real 
sentiment in Washington in favor of government ownership of 
the railroads. 

“Declarations by Congress with expressed executive sanc 
tion to the effect that this country stands committed to the 
doctrine of private ownership and operation and is further com 
mitted to a policy of fair treatment for railroads would “prove 
one of the most important things needed thoroughly to rehabili- 
tate the railroad industry.” 


Reports presented to the forty-second regular meeting of 
the Southeast Shippers’ Advisory Board held in Chattanooga, 
Tenn., September 27, predicted a slight increase in the aggre 
gate business volume of all basic industries in the fourth quarter 
of this year over that of the corresponding period 1933. A 

Opportunities offered under the “better housing program, 
coupled to wholesale and retail price reductions, will, it is be 
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lieved, result in an increase of 10 per cent in demand for lum- 
ber and forest products. 

Road projects under way will necessitate 10 per cent greater 
quirements of such materials as crushed stone, sand, gravel 
and slag. 

\lthough shipments last year, stimulated by CWA programs, 
were particularly heavy, private and federal enterprises now in 
promotional stages will, it is anticipated, bring the total move- 
nt of brick, cement, and iron and steel up to the 1933 levels. 

Reporting improved markets, the furniture and pulp, paper 
and products industries forecast increases, respectively, of 5 
per cent and 17 per cent. 

Reduced production and holding under government loans 
will result in a decrease of approximately 35 per cent in the 
cotton movement while a decrease of 15 per cent in shipments 
of cotton seed and products is expected; however, the latter 
group reported considerable improvement in general conditions, 
especially in demand and prices, 

The disastrous drought in the west, together with the volume 
of cattle transferred to the southeast for pasturage, will ma- 
terially increase requirements for grain and grain products, it 
was stated. 

Estimates revealed approximate decrease of 22 per cent in 
production and movement of citrus fruits, while increases of 
from 6 per cent to 15 per cent were predicted in shipments of 
fresh fruits and vegetables. 

Sugar, syrup and molasses loadings will approximate those 
of last year, while the fertilizer and materials people look for a 
net increase of 2 per cent. 

Shipments of petroleum and products, also coal and coke, 
were unusually heavy in the closing period of 1933, despite 
which conditions governing these industries point to a demand 
equal to that of last year, according to the report. 

The miscellaneous comiuittee reported construction, build- 
ing and engineering activities in the southeast for the first 
eight months of 1934 at 98 per cent over 1933; retail trade 
sales 19.5 per cent greater; wholesale sales 21.7 per cent and 
debits to individual accounts in banks in this territory at 13 
per cent larger than in the corresponding eight months of last 
yeal An exceptionally favorable agricultural outlook for the 
territory, due to higher prices prevailing, was also reported. 

The agricultural advisory council of the board has been 
devoting much of its time and efforts to assisting the Agricul- 
tural Adjustment Administration. The Council reported that a 
total of $119,772,000 will be disbursed to farmers in the south- 
east cooperating in the adjustment programs for cotton, tobacco, 
wheat and corn-hog. 

District Manager W. C. Griffin, of the American Railway 
Association, reported that 525,000 head of distressed cattle had 
been moved from drought-stricken areas in the west into the 
southeast for pasturage in a transportation performance remark- 
ible for quick handling to destinations and prompt release and 
return of the empty cars to the west. Approximately 230,000 
head of cattle remain for movement into the southeast. 

\n outline of the Tennessee Valley Authority’s program and 
progress was presented by W. R. Woolrich, head of the agricul- 
tural division. 

Approximately 300 shipper and railroad representatives from 
the states of Alabama, Florida, Georgia, Louisiana, Mississippi, 
North and South Carolina, Tennessee and Virginia were in at- 
tendance at this meeting, which was presided over by W. A. 
Gunn, traffic manager, Purina Mills, Nashville, Tenn., general 
chairman, aided by W. L. Thornton, Jr., R. J. Reynolds Tobacco 
Vo., Winston-Salem, N. C., general vice-chairman, and J, W. 
Morgan, Columbia Naval Stores, Savannah, general secretary. 
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NORTHWEST ADVISORY BOARD 
The fall meeting of the Northwest Shippers’ Advisory Board 
will be held at Fargo, N. D., October 30. An unusually inter- 
esting meeting is expected, according to the announcement. 
Commodity committees will estimate carloadings in the terri- 
tory and in addition to regular business there will be a number 
speakers. 


CAR SURPLUS REPORT 
The average daily surplus of freight cars in the period Sep- 


er 1-14, inclusive, was 330,488, as compared with 359,330 cars 
in the preceding period, according to the car service division 
or the American Railway Association. It was made up as 


ws 


ern 


. ventilated box, 853; auto andefurniture, 33,343; total 
97,869 lat, 10,268; gondola, 60,015; hopper, 44,914; total coal, 
coke, 808; S. D. stock, 4,408; D. D. stock, 53 refrigerator, 
tank, 459; miscellaneous, 875. 


x, 163,673: 
f 


Canadian roads reported a surplus of 13,505 cars, made up 


9,198 box, 1,010 auto, 1,075 flat, 172 gondola, 318 S. D. stock, 
‘+ retrigerator and 558 miscellaneous cars. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
if mature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of ions experience and wide know!l- 
edge will answer questions meg Sy practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation teo complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Rules—Establishment of Rate by Generic Commodity De. 
scription to a Given Point Preciudes Application of Rate by 
Intermediate Rule to Same Point Where Commodity Descrip- 
tion Is Specific 


Ohio.—Question: I would like your opinion as to the prope! 
rate application on shipments moving under tariffs having the 
following provisions: 

Certain grain, grain products and by-products tariffs name 
specific rates to a few specific points on one of the commodities 
(a) listed under grain products and therefore there are two rates 
on commodity (a) to the same point; one on grain products 
and the other on the specific commodity. 

It is understood that the specific rate would take precedence 
over the grain products rate. If, however, a shipment of com 
modity (a) moved to a point to which there was no specific rate 
but was intermediate to one of those points, would the specific 
rate be properly applicable through the application of the inter 
mediate rule, or would the grain products rate be the applicable 
rate? 

Answer: For illustration we will assume that there is a 
specific rate on oats to point “B” of 40 cents but no specific 
oats rate to point “A” which is directly intermediate to point 
“B.” The specific rate on oats to point “B” is subject to the 
uniform intermediate rule as prescribed in the Commission's 
Tariff Circular No. 20, Rule 27. The essential portion of this 
rule provides that “to any point of destination to which a com 
modity rate on a given article from a given point of origin and 
via a given route is not named in this tariff, which point is 
intermediate to a point to which a commodity rate on said 
article is published in this tariff via a route through the inter 
mediate point over which such commodity rate applies from 
the same point of origin, apply to such intermediate point 
the commodity rate in this tariff ... to the next point beyond,” 
etc., etc. It is noted that under the rule quoted before the rate 
to a point beyond may be applied at the intermediate point 
there must be no commodity rate named in the tariff to such 
intermediate point. In the case you describe we understand 
there is a general grain products rate published to the inter- 
mediate destination and if it is sufficiently broad in its applica- 
tion to include the specific grain you have in mind, the inter- 
mediate rule is not applicable. 


Tariff interpretation—Use of Aggregate-of-Intermediates Rule 
in Agency Tariff for Equalizing Rates Via Different Routes 


Ohio.—Question: I would like your opinion on the follow- 
ing: C. M. & St. P. Tariff 6500-I, I. C. C. B-6377, names a mile 
age rate on dried beet pulp from Janesville, Wis., to Burlington, 
Wis., which is a basing point to make through rates to Eastern 
Trunk Line points. The C. & N. W. Railroad does not reach 
this point, but publishes a mileage rate to another basing point 
which is higher. Since the rates from the two basing points are 
the same, it results in a lower through rate via the C. M. & St. 
P. The C. & N. W. Railroad advises us that the lower rate ap 
plies via their line, even though their tariff does not name such 
a rate, using the aggregate-of-intermediates clause as published 
in Jones’ Tariff 490, I. C. C. 2455, as their authority. 

We shall appreciate any information you can give us con- 
cerning this. 

Answer: Jones’ Tariff 490, I. C. C, 2455, names joint through 
rates on this commodity from Janesville to Eastern Trunk Line 
points via the C. & N. W. also via the C, M. St. P. & P. line. 
The aggregate-of-intermediates rule in that tariff provides that 
if the lowest aggregate-of-intermediates via any route authorized 
therein makes a lower charge than the through rate named in the 
Jones’ tariff, such lower aggregate-of-intermediates may be ap 
plied via any authorized route. This form of alternative appli- 
cation of rates was authorized by the Interstate Commerce Com 
mission in Special Permission No. 109751 of November 13, 1931. 
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For our previous discussion of similar situations in these col- 
umns, see our answer to “Wisconsin,” pages 1135 and 1136, The 
Traffic World, December 23, 1933; to “Illinois,” page 234, The 
Traffic World, February 3, 1934, and to “Missouri,” page 576, The 
Traffic World, March 24, 1934. 


Liability of Shipper for Personal Injury to Employe of Trucking 
Company 


New York.—Question: Information has been received that in 
a recent court decision, a shipper was held responsible for injury 
to a truck driver when the truck owner did not have Compensa 
tion, Liability or any other form of insurance. If this matter 
has been brought to your attention, we would appreciate your 
publishing some information on this decision, stating in what 
court and state this decision was made. 

Answer: We do not locate the court decision in question, but 
it is our view that in the absence of some statutory provision 
regulating the matter under certain particularity of circum- 
stances, a shipper, as an independent contractor with the truck- 
ing company, would have no duty to protect the employe of 
the trucking company, consequently could not be held liable for 
any injury to such employe where such injury was not the result 
of the shipper’s negligence in some manner. By statute, how 
ever, it is sometimes prowided that certain independent con 
tractors shall be deemed the employes or servants of the other 
high contracting party. For instance, in Woodruff vs, Superior 
Mineral Co., 70 S. W. (2nd) 1104 (Mo.), plaintiff by contract 
with defendant was digging ore upon defendant's land and truck- 
ing it for defendant's account. He sustained personal injury 
While thus occupied. A Missouri statute provided that “any 
person who has work done under contract on or about his 
premises which is an operation of the usual business which he 
carries on shall be deemed an employe and shall be liable under 
this chapter to such contractor when injured or killed on or 
about the premises of the employer while doing work which is 
in the usual course of his business.” 

The court held in that case that under the statutory provwi- 
sion quoted the plaintiff, though in fact an independent contrac- 
tor, was by law constituted an employe or servant of defendant, 
and as such Was entitled to the benefits of an award made in 
his favor by the Commission under the Workman’s Compensa 
tion Act, 


(a) Liability of Carrier for Special Damages When it Does Not 
Transport According to its Common Law Duty; (b) Lia- 
bility of Carrier for Special Damages When it Has Con- 
tracted to Give Special Expedited Service Which it Has 
No Common Law or Tariff Duty to Render 
California. —Question—I have read your answer to my in- 

quiry in Questions and Answers under the caption of ‘Cali- 

fornia” on page 376 of your issue of September 8, and the net 
result seems to be chop suey. Is it not possible for you to 
give a definite opinion as to whether the shipper’s contract 
with the carrier to provide a special service and to deliver 
within a specified time is valid and binding upon the carrier? 

You state in one place that it is not binding, because it is 

not covered by tariff, and is therefore not discriminatory, yet 

you further state that “it lies within the power of any shipper 
to give notice of special damages which will bind the carrier.” 

What is the answer? 

Answer: It is apparent that some of our readers are con- 
fused as to the distinction between (a) liability of a carrier 
for special damages when it fails to live up to its common law 
duty to transport with reasonable despatch, and (b) liability of 
the carrier for breach of a contract to render a special service 
which it has no right nor duty to render. Regarding the first 
kind of situation, (a); as explained in our answer to “Illinois,” 
page 230, The Traffic World, August 11, where a carrier unrea- 
sonably delays a shipment in transit it is not liable for special 
damages resulting from such delay unless special notice has 
been given by the shipper to the carrier at time of shipment that 
such special damages will accrue if the shipment is not han- 
dled with reasonable despatch, and if such special notice is 
given to the carrier and it does not perform its common law 
duty to transport with reasonable despatch, it will be liable 
for such special damages. By special damages is meant dam- 
ages that could not reasonably have been within contemplation 
of the carrier’s agent when accepting the shipment for trans- 
portation, in the absence of notice of same. The common law 
measure of damages for unreasonable delay in transit is the 
difference between the value of the article ai destination on 
the date it should have been delivered, and its value at des- 
tination on the date it was actually delivered, less transpor- 
tation charges. If such measure of damages would not be ade- 
quate compensation for unreasonable delay, as in the “Illinois”’ 
case, the shipper, by putting the carrier on notice at time of 
shipment, that the tools and equipment were needed for a par- 
ticular job where time was of the essence and failure to trans- 
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port per usual schedule would cause greater damage than al. 
lowed under the common law rule, can hold the carrier for such 
special damages. The carrier is bound, in case of failure, to 
pay such special damages by reason of this notice. It could 
not prevent such notice from being served upon it. There js 
no element of contract involved in this principle. It is merely 
a forewarning by the shipper to the carrier of what will result 
if the carrier does not live up to its duty to transport with 
reasonable despatch, 

(b) In our answer to “Nebraska,” page 193, The Traffk 
World, August 4, wherein we cited decisions in Davis vs. Cor. 
nell, 264 U. S. 560 (44 S. Ct. Rep. 410) and C. & A. R. Co. ys 
Kirby, 225 U. S. 155 (82 S. Ct. Rep. 648), we were discussing 
the liability of a carrier when it has contracted to render an 
expedited service, that is, a service it has neither common lay 
nor tariff duty to perform, a service of higher quality than that 
of reasonable despatch, a guarantee, for example, to delivey 
within a special time, or to act as a collection agent, etc., and 
its liability in case of breach of such contract. Were it not 
for the interstate commerce act requiring that all services which 
the carrier has no common law duty to perform shall be pub 
lished in a tariff if they are to be demandable by shippers so 
that there can be no unjust discrimination, a carrier could con 
tract for guaranteed delivery or various other special services 
and be liable for its breach, but it cannot now contract to 
render such special services unless the tariff so authorizes, and 
any contracts of that sort, the court holds, are invalid and n 
liability ensues from their breach. 

In (a) above, all shippers can serve special notice warning 
the carrier as to the consequences of failure on its part t 
transport according to its common law duty and the carrier 
will be liable for failure to perform its common law duty, but 
in (b) above, it is not bound by a contract which it could not 
lawfully make. The two classes of situations are clearly dis 
tinguishable 


Tariff Interpretation—Distinction Between Shipping Persona 
Effects and Furnishings as “Household Goods,” and Ship 
ping Each Article or (Package Separately at Individual 
Ratings 


Missouri.—Question: Would appreciate it if you will give 


us your views on the following through the columns of you 
“Traffic World”: 


Party “A,” who was “B's” agent, made the following ship 
ment: 
2 barrels household goods, } 
P reig 332 8 
1 box household goods. tes ight Ibs., 


released to 10 cents per pound value, from a point in Texas t 
a point in Missouri. Upon arrival at destination the items listed 
as—2 barrels household goods—were damaged and were in 
spected by the carriers. Instead of this being household goods 
it consisted of Haviland chinaware, on which we based a claim 
for replacement of the china. The carriers are declining this 
claim for the replacement value, contending that inasmuch as 
these two barrels were released to 10 cents per pound the 
are only liable for the actual damage estimated at 70 to 7) 
pounds, at 10 cents per pound, whereas the claim was actually 
filed for $81.82. Our contention is that when these two barrels 
were inspected at destination and found to contain chinawaré 
there should have been a correction issued op the freight bill 
on which first class rate was paid, charges collected on the 
chinaware N. O. I. B. N., rate, which would permit them to 
pay the claim in full. 

Would appreciate your comments as well as any ruling per 
taining to the above. If there have been previous rulings where 
by the carriers are correct, then will you please advise whether 
or not the carriers are liable for the actual weight of the ship 
ment, namely 332 pounds, at 10 cents per pound or $33.20, in- 
stead of the actual weight of the damaged pieces, estimated at 
75 pounds, at 10 cents per pound, or $7.50? 

Answer: According to Consolidated Freight Classification 
No. 8, page 390, Items 10 to 19, chinaware, N. O., I, B. N. is 
“pottery,” and according to Notes 2 and 3, Items 15 and 16, page 
266 of the Classification, pottery packed in barrels will also 
take the ratings on household goods, and if released to a value 
not exceeding 10 cents per pound, the first-class freight rate 
applies. Chinaware, therefore, has two ratings, one when 
shipped as chinaware at its own separate weight and ‘rating and 
described as such; the other the household goods rating under 
which its separate weight need not be shown, 

According to Items 13 and 14, page 390 of the Classification, 
this same chinaware would be subject to third-class rate if it 
had been shipped separately as chinaware at its own individual 
weight and on a separate bill of lading in which no house 
hold goods were listed. It is likewise true that accoring 
Item 21, page 141 of the Classification, if the “one box of house 
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al oods” in your shipment had contained rugs worth more 
ich than $125 per 100 pounds and if it would be proper to change 
to the bill of lading as you suggest, the box of household goods 
uld suuld be ratable at double first class instead of the first-class 


applicable to the same rugs when shipped as “household 
el) ( It is a poor rule that doesn’t work both ways. The 
ult on “household goods” enable the shipper to aggregate 
ith all his house furnishings, stoves, bedding, chinaware, glassware, 
ooks, kitchen utensils, electrical appliances, etc., mixing them 
much as he pleases in the same or separate packages with- 
howing the separate weights of any articles or packages, 
without being subject to the penalties of Rules 10 (in car- 
ads) or Rule 12 in less carloads, also without the bother of 
to ascertain the value of some of the articles, such as 
aM chinaware and rugs. Then there is the very decided advantage 
hipping as household goods articles which if packed, 
yer veighed, described, and billed separately would be subject to 
higher rates, such as rugs of high value, chairs of cer 
types, beds, springs and mattresses. The carrier, of course, 
oes the collection of the higher rates on such articles 
when they are aggregated into a shipment of household goods. 
shipper of home furnishings the “household 
plan is a great convenience. In exchange for the ad- 
tages of shipping all his goods under this plan, the shipper, 
ver, must forego the advantages of lower rates and less 
irance against damage that might be his were those articles 
yped separately, each at its own individual weight and sub- 
to its own shipping conditions, Rules 10 and 12, etc. 
Our view is that the shipper must elect at time of shipment 
ch mode of shipment he will follow, and that he will be 
nd by his election He should carefully weigh the advan- 
ge and disadvantages of each plan before shipment; he 
not do it afterwards. He cannot, for the purpose of secur- 
lower rate or to avoid packing and weighing each article 
pound, billing 
isehold goods, and then when his goods are damaged or 
transit, recover a greater amount It is something like 
insurance The lower the premium paid the less 
protection purchased 
nothing to prevent the shipper, however, from 
the election as to whether he will follow the “house 
oods” plan or the individual-article plan of shipment, as 
article or package, using separate bills of lading for 
t e he wishes to ship as “household goods.” In fact, it is 
ry advantageous to do this in many shipping 
household goods at the released values, and others on 
te bills of lading at their own weights and descriptions, 
ti luations (if any), and ratings For example, a sewing ma- 
crated and weighing perhaps 125 pounds, is subject to 
rating, according to page 423 of the Classification, 
, nd it is not necessary to declare the value. In case of com- 
s or damage if the shipper can show the actual value 
be $100 he can recover that amount, less freight charges, 
has shipped the sewing machine at its own weight, 
, ption, etec., and not with “household goods.” It would be 
~ e] inwise to ship such a machine at the household goods 
g released at 10 cents per pound, and recover perhaps 
12.50 at the utmost. The same applies with equal force to 
* the barrel of chinaware in your shipment. It should not have 
included in the same bill of lading with household goods. 
gent should have known this and have acted accordingly. 


the average 


eparately, ete release his goods to 10 cents a 
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to Our view is that the carrier is correct and that it is liable 
e actual damage, not to exceed 10 cents per pound based 
, on the weight of the broken pieces. Of course, if the breakage 


* ch as to substantially ruin a “set” of pieces, then we think 
i irrier would be liable for damage based on the weight 
ip set” or “sets,” but always limited to 10 cents per pound, 
in he shipper is estopped from claiming a greater value under 
at ll of lading. Of course, if the carrier settles on basis 
weight of the “set” that is ruined, it will be entitled to 
on ‘ lvage, and the salvage might well be worth more than the 
ig nt for Which the carrier would be liable based on the 
i of the set. In that event it would seem to be advisable 
ttle on basis of the weight of the pieces actually broken 
. keep the salvage. 
te Loss of Goods in Transit—Burden on Shipper to |Prove Delivery 
en to and Non-Delivery by Carrier to Make Prima Facie Case 
} 
za New York.—Question: Shipper loaded carload of sugar at 
a oint \” consigned to consignee at point “B” on straight 
. lading for delivery at team track yard. Upon arrival of 
yn, , ‘ . . , . 
it ad isignee immediately started unloading, which was com- 
he ' before the end of that day. When consignee had all the 
a Out of the car he found he Was short 15 bags. At time 
vd I iding no check of contents was made by carrier's repre- 
“d f At time of loading both consignor and carrier's 


ntative checked the car and clean bill of lading was 
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issued. Car arrived at destination with origin seals intact. 
Railroad agent at destination claims no one other than the con 
signee’s truckman was near the car while it was being un 
loaded. Please let us know the legal rights of the shipper 
and carrier in this particular case. 

Answer: It is well established that the bill of 
tation as to the quantity and condition of goods 
the carrier is nothing more or less than a receipt, and a receipt 
is subject to parole evidence. Proof of delivery of the goods 
to the carrier and their non-delivery by carrier raises a prima 
facie case against it and places the burden of proof upon the 
carrier to overcome the presumption thus raised that the goods 
were lost by it. The facts stated in your question, we think, 
are sufficient to raise a strong presumption of delivery of these 
fifteen bags of sugar to the carrier and the lack of opportunity 
for loss between origin destination, though the carrier is not 
precluded from showing, if possible, that notwithstanding the 
conditions under which the shipment was received, the fifteen 
bags were not actually received by it. The facts do not show 
that the railroad company lost the sugar after its arrival at 
destination under seals intact. If its agent can prove that no 
one except the consignee’s truckman was near the car from 
the time the seals were broken until the car was made empty, 
we think that coupled with the other facts stated in your ques 
tion, it has raised a presumption of delivery to the consignee’s 
truckman of the entire consignment. Under such circumstances 
we think the burden lies with the claimant to show that not 
withstanding the lack of opportunity for loss ai point of origin, 
through movement under seals intact, and none but the con 
signee’s truckman had anything to do with the breaking of 
the bulk and unloading of shipment, the fifteen bags were never 
theless not delivered by the carrier 

The burden of proof is on the claimant to show a non 
delivery by the carrier See cases cited in 10 Corpus Juris on 
Carriers, Sec. 572, Note 75. 


lading reci- 
received by 


Interpretation—Shipper Charged with Notice of Rules 
and Conditions Under Which He Ships 


Tariff 


Ohio.—Question: On January 26, 1934, we shipped some 
galvanized wash tubs, pails, and some stove pipe and elbows to 
San Antonio, Texas, and in the same car we had some stove 
pipe for Cuero, Texas. At the time this material moved, we 
could ship mixed carloads of wash tubs, pails and stove pipe at 
Class A rating, minimum 36,000 pounds. However, the car was 
to be stopped off at Cuero, Texas, for partial] unloading, and 
while Item 2170 of S. W. L. Tariff 173 Johanson’s I. C. C 
2509, permitted the stopoff of galvanized pails and tubs for 
partial unloading, we were unable to locate an item in this 
tariff which would permit the stopoff of stove pipe. We there 
fore billed the wash tubs and pails as a 30,000-pound car to 
San Antonio, Texas, and noted on the bill of lading that the 
car was to be stopped off at Cuero, Texas, for partial unload- 
ing. The stove pipe for both San Antonio, Texas, and Cuero, 
Texas, was loaded in the same car but moved as less carload 
shipments on separate bills of lading. 

Some time after shipment was made we discovered, quite 
by accident that, although stove pipe was not indexed, S. W. L 
Tariff 173-E referred to above did actually provide for the 
stopoff of stove pipe in Item 2120, the last part of this item 
reading as follows: “Also articles named on page 44; Items 13 
to 26, inclusive; page 442, Item i, of Western Classification No 
62.” 

We filed claim with the P. R. R., claiming the mixed carload 
rate on stove pipe, pails and tubs, stating that had stove pipe 
been properly indexed in the tariff we could and would have 
shipped this material as a mixed carload. Our failure to do 
so was due to failure of carriers’ publishing agent to index 
stove pipe. 

Our claim was declined by the P. R. R. carrier with advice 
that the fact that the articles in question were not indexed is 
not of itself a sufficient reason for attaching liability to the 
carriers. Reference is made by the P. R. R. to decision in 
Woodland Lumber Company vs. N. S. R. R. Company, 38 I. C. C. 
709. Your opinion as to the legality of our claim will be appre 
ciated, also reference to any pertinent decisions of the Com 
mission. 

Answer: Item 2120 provides for stopping in transit to partly 
unload “Roofing and Guttering, also articles named on 
141, Items 13 to 26, inclusive, of Western Classification No. 62.” 
The emphasis in the printing being placed upon roofing and 
guttering, and the “also” not standing out prominently, might 
easily cause one to consider without examination, that 
Item 2120 limits the stopover privilege to roofing and guttering, 
and articles listed in the classification which would be of an 
analogous nature, for instance, strips, nails, caps, or fastenings of 
some sort, incidental to roofing and guttering. In our opinion, 
it is very easy to see how one might overlook the provision 
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“also articles named on page 441, Items 13 to 26,” or even if he 
notes that provision, to not attach any importance to it with 
respect to its application to stove pipe. We agree that the appli- 
cation of Item 2120 to stove pipe certainly does not stand out 
with ordinary prominence. 

However, to contend that stove pipe is not indexed in this 
item is to contend that stove pipe is not authorized to be stopped 
in transit for partial unloading, and to show that there is no 
ground for a claim, for if Item 2120 does not authorize the 
privilege you could not have shipped the stove pipe with stop- 
over privilege in the first instance. Further, the fact that the 
tariff did not, in such case, authorize the desired transit priv- 
ilege on stove pipe would offer no ground for claim, for in the 
absence of such privilege being published in the tariff, we 
could not conclusively prove that the shipper has an inherent 
right to have such privilege established for his benefit. 

Our view of the provisions of Item 2120 is that it does 
authorize the transit privilege in question. By simply re- 
ferring, as directed in Item 2120, to page 441, Western Classi- 
fication No. 62, it is seen that stove pipe is very specifically 
described in Items 19 to 26, inclusive. The fact that the shipper 
did not discover this at time of shipment is his own failure, 
for the law charges the shipper with equal notice with the car- 
rier of the rates, rules, and conditions under which he ships, 
and failure of the shipper to have actual information affords 
no ground for reparation. Obear-Nester Glass Co. vs. Mo. Pac., 
41 I. C. C. 446; Texas & Pacific Ry. vs. Mugg, 202 U. S. 242, 26 
S. Ct. 628; Maloney Tank Mfg. Co. vs. St. L.-S. F., 42 I. C. C. 
605. In the latter case the Commission pointed out that the 
shipper did not know the transit privilege was authorized and 
failed to comply with the rules, billing, etc., necessary to avail 
himself of the privilege. The Commission said that rules and 
regulations published in tariffs are as binding as published 
rates, and shippers are chargeable with knowledge of them. 
In Woodland Lumber Co, vs. N. S. R. R., 38 I C. C. 709, the 
higher charges resulted because the shipper erred in making 
out his bills of lading, and the Commission held that the car- 
rier was not liable for this failure on the part of the shipper. 

The charges that would have accrued had you billed the 
shipment in such way as to entitle it to the transit privilege 
in question, cannot be observed in this case, in our opinion, 
because through your lack of knowledge of the availability of 
the provision you did not bill your shipments in such way as 
to take advantage of the more favorable basis of charges. 


Tariff Interpretation—Routing 


Michigan.—Question: We received a carload of pine lumber 
from Baker, Oregon, routed U. P.-Omaha-C, St. P. M. & O. to 
Bibon-D. S. S. & A.-Munising Jct.-L. S. & I. to Munising. Trans- 
continental Tariff 28-L, page 621, names a rate of 68%c per 
cewt., Baker, Oregon, to Munising. 

The waybill carried a rate of 71l%c, 68%c to Munising 
Junction and 3 cents Munising Junction to Munising. The 3 
cent rate is incorrect. It should be 5 cents, making a total of 
73% cents, on which basis the Railroad Company is trying to 
collect. 

They claim the rate of 68%c will not apply to Munising 
when routed over the C. St. P. M. & O. I cannot locate any 
route on page 102 and 103 or page 623 applying over the C. St. 
Yr. oo &' ©. 

The 68%ec rate applies to Munising Junction and as far 
east as St. Ignace when routed over the Omaha. See page 
502, Route D and Route 20. 

My contention is that the 68%c rate will also apply to 
Munising and I base my authority for same on the note on 
page 102, under “Key to Routing,” which reads as follows: 


Where complete through route over intermediate lines to point 
of destination is not provided, rates to such point of destination are 
applicable (unless otherwise provided) only via the routes which are 
specified in the tariff to the Junction point with the destination linge 


I would appreciate your ruling on same. 
Answer: The note, in full, as shown on page 102, reads as 
follows: 


Where specified routing herein names junction point with des 
tination line, rates apply via that junction point and destination line 
only. Where junction point with destination line is not specified, 
rates are applicable (unless otherwise provided) only via routes which 
are specified in the tariff to the junction point with the destination 
line. Where complete through route over intermediate lines to point 
of destination is not provided, rates to such point of destination are 
applicable (unless otherwise provided) only via routes which are speci- 
fled in the tariff to the junction point with the destination line. 


The provisions of this note are limitations on the applica- 
tion of the routing instructions contained in the tariff and do 
not provide for routes which are additional to those provided 
for therein in connection with the rates named in Transconti- 
nental Tariff 28-L. 
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The tariff appears to provide for specific routing from and 
to origins and destinations named therein, and unless routing 
is provided for via the route specified by the shipper in the 
bill of lading covering the shipment in question the joint 
through rate named in the tariff is inapplicable. 


Tariff Interpretation—Cancellation of Rate by Omission from 
Later Supplement 


Colorado.—Question: It is our understanding that a rate 
published in a supplement to a tariff is in effect as long as the 
tariff is in effect, unless it is specifically canceled in a subss 
quent supplement. 

A carrier publishes an intrastate rate in Colorado subject 
to a note which reads as follows: 

Rates provided herein are less than reasonable rates and ars 


lished solely to meet truck competition and expire with June } 
unless sooner cancelled, changed or extended. 


This supplement was canceled by a subsequent supplement 
and the item referred to above was not shown in the subs 
quent supplement. Do you consider that the rate is still in 
effect? 

Answer: The ruling or decisions of the state commission 
or the state courts, and not the decisions of the Interstate Com 
merce Commission, govern the interpretation of rates applicab\k 
on intrastate traffic. 

We are not familiar with the rulings of the state commis 
sion or the courts of Colorado with respect to the question you 
ask, but in so far as the rulings of the Interstate Commerce 
Commission may be of use in the determination of the ques 
tion, see the decision of the Commission in Marsh & Truma: 
Lumber Co. vs. L. & N. R. Co., 49 I. C. C. 605. Under the facts 
in this case Supplement 13 to L. & N. Tariff I. C. C. A-11549 
published a rate on lumber to Buffalo and referred to list No 
for points taking Buffalo rates, which included London, Ont 
Supplement No. 15 to the tariff canceled Supplement No 
but did not bring forward the item showing the application of 
the Buffalo rate to London or indicate where the rate to Lor 
don would be found. The Commission said: 


1 


Complainant insists that as upplement 15 contained no notatior 
as required by rule 8 (a) of Tariff Circular 18-A, indicating where 
the rate to London would be found or that the elimination of Londor 
from the list of points taking the Buffalo rates resulted in an incres 
in the rates to London, the provision for the application of the 
Buffalo rate to London was not legally canceled. The nonconformit 
of the tariff to our rules may have rendered the carrier publishing 
liable for the penalties prescribed by the act, but did not invalidate 
the cancellation 


We assume that the later supplement, in canceling the 
supplement in which the rate to which you refer was con- 
tained, was issued and became effective prior to June 1, 1934 
If so, under the principle of the Commission's decision in the 
case cited above, the rate did not continue in effect until the 
date of its expiration, but was canceled by its omission from 
the later supplement. Of course, if the later supplement did 
not become effective until after June 1, 1934, the rate remained 
in effect until that date, the date of its expiration 


Tariff Interpretation—Application of Combination Rule Where 
Through Class Rate in Effect 


Missouri.—Question: A shipment moved from point A to 
point B, charges having been assessed on basis of the rates 
to and from a Mississippi River crossing, these rates being 
subject to the provisions of Agent Jones’ Tariff U. S. IL. C. © 
No. 1. 

The carriers have since presented a bill for undercharges 
based upon the full combination of the rates to and from the 
crossing, stating that as through class rates are published 
from point A to point B the provisions of Agent Jones’ tariff 
above referred to are not applicable. 

It is our contention that unless a joint through commodit) 
rate applicable via the route of movement is in effect, the 
provisions of Agent Jones’ Tariff may be applied, the fact that 
there is a joint through class rate being immaterial in so [a! 
as the application of the combination rule published in Agent 
Jones’ tariff is concerned. 

Please give us your opinion in this matter, also advise 45 
to whether the decision of the Commission in the Sligo case, 
the principle of which has been applied by the Commission 
in numerous cases, has been sustained or reversed by the 
courts. 

Answer: We are not aware of any ruling of the Comms 
sion in which this question has been at issue, but in numerous 
cases the Commission has held that the combination of inter 
mediates can only be applied in the absence of a through rate 
This ruling the Commission has applied as to the use of the 
combination rule. See Thornton-Claney Lumber Co. vs. M. & 
O. R. R. Co., 118 I. C. C. 25. In this case the Commission said: 











re 














o clear that the existence of the joint rate prohibits the 


combination rule It is equally clear that the rate a pub 
d not onstitute a departure from the aggregate-of-inter 
clause of the fourth ection because the combination rate 
the o-called combination rule not the aggregate of the 
ite rates within the meaning of that ection McLeod 
pf Cou i. &. SO 6, 357 


through rate was, we unde! 
tand. a commodity rate, we do not believe the Commission 
would make any distinction in its ruling whether the joint 
7 ich rate be a commodity or a class rate. 

With respect to the status of the Sligo rule as applied by 

Commission, see the decision of the Commission in Voket 
: vs. Chicago, B. & Q. R. Co., 181 I. C. C. 152, in whict 
é ommission said 


Vhile in this case the joint 


fendants cite Hohenbers Louisville & N. R. Co 16 F. (2d) 
led February 16, 1931 t the United State Circuit Court of 
for the Fifth Circuit in which the court reached a conclusion 
that of the Sligo case Gn October 12, 1931, the Supreme 
ed a petition for a writ of certiorari That court ha fre 
d, however that the denial of uch a petitior mports 
f opinior pon the me t of the case United State 

t 60 is 


see also the later decision of the Commission in 
| ind Cement Co. vs. Ann Arbor Railroad Co., 195 I. C. ¢ 
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Doings of the Traffic Clubs 
Valter H. Lancton is the new president of the Traffic Club 


vy York He wa with the Lehigh Valley Railroad in 
the operating department from 1911 to 
1917, in the course of which time h« 
held the following positions: yard clerk, 
vardmaste! and train di 

patcher He was called on by the Fuel 


assistant 


Administrator in July 1917, and ap 
pointed deputy inspector in chief of 
the Tidewater Coal Exchange, with 
headquarters at New York With the 


disbandment of this federal agency in 
1921, he became associated with the 
W. C. Mason Coal Company, New Yor} 
He reentered the transportation field 
in 1925 as freight agent, Munson Steam 
ship Line, New York-Miami service, 
returning to the Lehigh Valley in 1927 
In the last few years he has been ac 
tive in the New York Traffic Club, 
having served on several committees, 
and being elected vice-president in No 
ber, 1933 He was elected president in September, 1934, 
the unexpired term of the late J. W. Roberts 





Traffic Club of Chicago has been invited to attend the 

of the Purchasing Agents’ Association of Chicago at 
Blackstone Hotel October 11 “Purchasing of Transporta 
vill be discussed by Lachlan Macleay, executive vice-presi 
Mississippi Valley Association; Edward E, Arkin, president, 
Motor Express Terminal, and Samuel O. Dunn, editor 
Age The club has also received an invitation from the 
Chamber of Commerce to be present at the meeting of 
portation section on the occasion of its sixteenth annual 
at the Hotel Stevens October 19, when Mr. Dunn will 
1 “The New Deal in Industry and the Old Deal in Trans 


Di 


Charlotte Traffic and Transportation Club will give a 
ie supper for its members and friends at the Red Fez 
Club, Catawba Lake, October 9. There will be a musical 

followed by dancing. Organized only a few weeks ago 
rty-four members, the club now has a membership of 
dred and thirty-five 


the Winston-Salem Traffic Club will hold a meeting at Sedg 
LY There will be a golf tournament in the day 
anquet in the evening. 


n October 20. 


nations for officers of the Metropolitan Traffic Associa 
‘ew York were closed at the last meeting of the asso 
September 27, and the election will take place at the 
eeting, October 11 A spirited contest for the various 
anticipated, and a record attendance. Annual reports 
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of chairmen of committees will be presented and further plans 
for the association's informal dance November 10 will be dis 


cussed. 


The Women’s Traffic Club of Greater New York will hold its 
annual business meeting and election of officers Tuesday evening, 
October 9, at the Fraternity Clubs Building The nominating 
committee has presented the following list of candidates: Presi 
dent, Elsa L. Wendt; first vice-president, Myda L. Shattuck; 
second vice-president, Catherine Cooney; recording secretary, 
Mary D. Hurley; treasurer, Mattie S. Tomlinson; board of direc 
tors, Mildred T,. Guenther and Frieda Schulte. One of the new 
members of the club, Jone T. Safiotti, will give a number of piano 
selections following the business meeting. Dinner will be served 
The following have been appointed delegates to the meeting of 
the Associated Traffic Clubs of America in Columbus: Elsa L 
Wendt, Procter and Gamble Manufacturing Company; Cecilia 
M. Klippert, International Paper Company; Sarah O. Seamer, 
Universal Carloading and Distributing Company, and Jo, Schiffer 
decker, Committee on Public Relations, Eastern Railroads, and 
Carrie Henoch, Traffic Club of New York 


The Indianapolis Traffic Club has chosen the following dele 
t Associated Traffic Clubs of America convention in 
Columbus: D. R. Changnon, commercial agent, Illinois Central 
O. G. Hagemann, general agent, C. B. & Q.; B. L. Mather, traffic 
manager, Service Spring Company; B. D. Rhodes, division freight 
agent, Pennsylvania, and M. C. Safford, traffic manager, Wadley 
Compan) Other members of the club expect to attend the 
meeting. 


rates to the 


“Coal and Coke Day” was observed by the Transportation 
Club of Saint Paul at the Hotel Lowry October 2 Bud Steel, 
advertising manager, Northwestern Fuel Company, gave an illus 
trated talk on the production and transportation of coal 
weekly luncheon 
October 1 


The Oklahoma City Traffic Club held it 
at the Oklahoma City Chamber of Commerce 


A “World's Fair Froli« is scheduled for October 6 by the 
Women's Traffic Club of Metropolitan St. Louis, when a trip to 
Chicago and a Century of Progress will be made by the members. 
Saturday evening and Sunday will be spent at the fair, returning 
to St. Louis Monday morning, October 8 


The Springfield Transportation Club sponsored a golf outing 
October 3, the day preceding the quarterly meeting of the Mid 
West Shippers’ Advisory Board in Springfield. Board members 
invited A joint meeting with the Peoria Traffic Club 
and the Transportation Club of Decatur was held at the Leland 
Hotel the evening of October 4, also attended by visiting mem 
bers of the advisory board 


were 


The Traffic Club of Jacksonville will give its second annual 
‘stag’”’ party on the Showboat October 8 There will be 
and entertainment 


food 


The nominating committee of the Traffic Club of Newark, 
Michael F. Nugent, chairman, has proposed the following ticket 
of officers, following a meeting October 1 in the Chamber of 
building President, Earl C. Fuller, Western Elec 
tric Company; first vice president, Frank X. Keilt, Lehigh Val- 
ley; second vice president, Orion L. Chapin, Thos. A. Edison, 
Inc.; board, Wm. A. Krahenbuhl, Universal Carloading and 
Distributing Company, Bernard M. Flynn, Job DeCamp, Inc., 
Kenneth Bauer, Baltimore and Ohio The annual meeting and 
election will be held at the Newark Athletic Club November 5. 
President John T. Sasso appointed Howard Sargent, Geo. LaMont 
and Sons, and Charles Wood, of the Atlantic Coast Line, dele 
gates to the Associated Traffic Clubs of America convention 
in Columbus Following the business session a program of 
entertainment Was presented under the direction of Sol Rettino 
\ forum discussion of transportation matters will be held in 
the club’s quarters at the N. A. C. October 8 


Commerce 


The Birmingham Traffic 
its fourth annual “Grid-lron 
Country Club October & 


and Transportation Club will have 
Dinner” at the Highland Park 


J. L. Keeshin, president of the National Highway Freight 


Association and of Keeshin Motor Express Company, Chicago, 
spoke on “What is Wrong With Our Transportation Picture” 


meeting of the Junior Traffic Club of Chicago at the 
Palmer House October 4 A membership campaign has been 
started by the club. The following delegates have been ap 
pointed to attend the meeting of the Associated Traffic Clubs of 
America in Columbus October 16 and 17 EK. H. Randall, Santa 
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Fe; W. F. Schulten, traffic manager, Chicago District Electric president, Western Maryland, and H. C. Crueger, commercia] 
Generating Corporation. Members of the executive committee agent, Norfolk and Western. 
have indicated their intention of attending the convention, as 
well as other members of the club. The first fall meeting of the Baltimore Export Managers 
— Club was held at the Southern Hotel October 3. There was 
The Traffic Club of New England held a dinner meeting discussion of current problems. 
at the Copley-Plaza October 4. It was designated “Stunt Night.” - 
There was no formal speaker but William F. Garcelon was on O. C, Wallace, president of the Omaha Traffic Club, has 
the program for stories. The annual ‘Ladies’ Night” has been been transferred from his position as assistant to the genera] 
set for November 8. freight agent of the C. B. & Q. at Omaha, to Scottsbluff, Neb 
where he will be general agent for the same road, The board 
The Transportation Club of Louisville will be represented of directors of the club has elected C. O. Wolfe, general agen: 
at the Columbus meeting of the Associated Traffic Clubs of of the Railway Express Agency, to fill the balance of the term 
America by the following: H. R. Smith, G. S. M., Louisville ending March 1, 1935. To fill the vacancy in the directorat 
Refining Company; L. G. Johnson, freight agent, L. & N.; S. A. caused by Mr. Wolfe's election to the presidency the directors 
Cash, traffic manager, Frank Fehr Brewing Company; J. M._ elected H. C, Kelberg, city freight agent of the C. & N. W. 7 
Norton, general agent, N. C. & St. L.: L. F. McFarland, general fill a vacancy in the board made by the removal to Lincoln 
agent, C. & O.: W. H. Robinson, assistant general freight agent, Neb., of M. S. Dilley, Herbert Feierman, of the National Car 
Monon; H, J. Flynn, general agent, Cotton Belt; E. J. Merkel, loading Corporation, was elected, His term will expire March 
commerce agent, Norfolk and Western; W. A. Gates, promotion 1935. 
manager, Brown Hotel; F. M. Davin, general traffic manager, 
Belknap Hardware and Manufacturing Company; H. L. Engle- There Was an attendance of approximately three hundred 
man, traffic manager, Reynolds Metal Company; W. T. Vanden- at the first annual outing of the Traffic Club of Bartlesville Sep 
burgh, commerce agent, S. A. L. tember 27. Golf was played in the morning at the Hillcrest 
Country Club with about one hundred contestants. That was 
The Women's Traffic Club of Baltimore has opened a mem followed by luncheon at the club. In the afternoon there was 
bership drive with a goal of twenty-five new members by the entertainment at the ranch of Frank Phillips, located in th: 
first of the year, Mrs. Julius Freeman, manager of the travel Osage country fourteen miles from Bartlesville. There was a 
bureau, Merchants’ and Miners’ Transportation Company, and Indian dance by thirty Osage Indians and the western atmos 
Miss Lillian E. Wilms, Chesapeake Steamship Company, will phere was further heightened by performances of cowboys and 
represent the club at the Columbus convention of the Associated cowgirls, A ‘Frank Phillips Buffalo barbecue” came after th 
Traflic Clubs of America. entertainment and there were short talks by Mr. Phillips, pres 
- dent of the Phillips Petroleum Company; H. W. Roe, president 
A “Steamship Night” meeting will be held by the Traffic of the Associated Traffic Clubs of America, and C, R. Musgray 
Club of the Lehigh Valley at the Hotel Traylor, Allentown, Pa., president of the Traffic Club of Bartlesville. Eighteen prizes 
October 15. Dinner will be served and there will be a program were awarded winners at golf and the guests were permitted t 
arranged by representatives of steamship companies. An ad tour the ranch grounds, visiting the lodge, museum, barns and 
visory committee on traffic and transportation matters has been other attractions. 
created by the club which will answer, confidentially, questions : : 
of transportation submitted by members. The following have ROLLING STOCK ADDITIONS 
been appointed to the committee: S. L. Harter, traffic manager, Class I railroads of the United States on September 1 had 
International Motor Company, Allentown (chairman); F. A. 8,372 new freight cars on order, according to reports received 
Regan, traffic manager, Warren Foundry and Pipe Corporation, by the car service division of the American Railway Association 
Phillipsburg, N, J.; C. N. Apgar, traffic manager, Alpha Portland On the same day last year, 1,129 new freight cars were on order 
Cement Company, Easton, Pa.; T. P. Refboard, Craft Bag Com- and on the same date two years ago, there were 1,423. 
pany, Allentown; and H. A. Ardinger, Bethlehem Steel Company, The railroads on September 1 this year also had 35 new 
Bethlehem, Pa. steam locomotives on order and 106 electric locomotives. New 
steam locomotives on order on September 1, 1933, totaled one 
At a meeting of the Women’s Traffic Club of San Francisco and on the same date in 1932 there were five. No figures ar 
September 20, Sherman K. Burke spoke on “Transportation available to show the number of new electric locomotives o1 
Events in 1934.” Hallowe’en the club will be the guest of the order in previous years. 
N. Y. K. Line aboard its ship the Chichibu Maru. The club will In the first eight months of 1934, the railroads installed 
be represented at the Columbus meeting of the Associated 14,970 new freight cars. In the same period last year, 1,898 
Traffic Clubs of America by its president, Miss Margaret I. new cars were placed in service and for the same period two 
Teebay. years ago, the total number installed was 2,477. 
Six new steam locomotives and ten new electric locomotives 
The Traffic Club of Philadelphia will open its fall and were installed in service in the first eight months this year 
winter season with a dinner meeting at the Bellevue-Stratford The railroads in the first eight months of 1933 installed one new 
Hotel October 8 A number of sanctioned boxing bouts and steam locomotive, and 35 in the corresponding period in 1932 
wrestling matches will be staged by the Amateur Athletic Union. Freight cars or locomotives leased or otherwise acquired ar 
. not included in the above figures. 
The first regular meeting of the 1934-35 season of the Bridge- —_—__—— — 
port Traftic Association will be held at the Hotel Westlawn R. C. C. REPORT 
October 8. It will be a general business session at Which a The Railroad Credit Corporation has returned, through liqui 
proposed change in the by-laws will be discussed, along with a dating distributions, $17,696,016, or 24 per cent of the emergenc) 
number of other subjects. freight revenues collected by the participating carriers through 
March 31, 1933, according to a report as to its financial condi 
The Cincinnati Traffic Club has appointed the following tion filed by the corporation with the Commission. Of this 
delegates to the meeting of the Associated Traffic Clubs of amount, $7,697,422 was in cash, and $9,998,594 in credits on 
America in Columbus October 16 and 17; A. F. Eberhardt, traffic obligations due the corporation. Ten separate liquidating dis- 
manager, Lawrenceburg Roller Mills; L. H. Sickman, traffic tributions have been made by the corporation, the last one 
manager, E. Kahn’s Sons Company; C. H. O'Dowd, division being that made on September 30, 1934, amounting to $734,640, 
freight agent, Southern Railway; Edward Lind, freight represen- or one per cent. The corporation collected in September $300,- 
tative, Baltimore and Ohio; C, H. Patterson, general agent, Nor- 767, including $259,135 in reduction of loans, and $46,604 in pay 
folk and Western, and F. E. Luebbe, traffic manager, Kroger ment of interest. These collections, added to the balance brought 
Grocery and Baking Company (president of the club). forward from August, were sufficient to make a distribution ot 
- one per cent, and leave an available working fund of $209,275 
As one of its series of “educational tours” the Traffic Club at the end of the month. 
of Baltimore inspected the Locust Point plan of Procter and ‘ 
Gamble Manufacturing Company September 28. It was guest of REDUCED TRAIN SCHEDULE . 
the company for luncheon, At a dinner meeting at the Southern Thirty minutes will be cut from the eastbound schedule of 
Hotel October 2 it had as its speaker J. V. Fletcher, general “The Columbine,” train running from Denver to Chicago over 
counsel, Association of Railway Executives. His subject was the Union Pacific-Chicago and North Western railways, effective 
“The Transportation Question of Today and the Future.” John October 14, it is announced by R. Thomson, passenger traffic 
Philip Hill was toastmaster. In addition to those already named manager of the North Western. The reduction will make the 
the club will be represented at the Columbus meeting of the running time of the train 25 hours and 15 minutes, eastbound, for 
Associated Traffic Clubs of America by E. R. Bardgett, vice- the 1,047-mile stretch. 
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alle C. C. CAMERON 
1,508 Vice-President in Charge of Traffic 


is a transportation specialist with 
40 years of continuous service in the 
new Traffic Department of the Illinois 
Central System. Abundant ex- 
perience is evidenced by progressive 
appointments as General Freight 
Agent at Louisville, Memphis and 
a Chicago; Coal Traffic Manager, 
ndi General Freight Agent, Freight 
this Traffic Manager, General Traffic 
die Manager and Vice-President in 
one Charge of Traffic. 
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The Traffic World 


PERSONNEL 


Mr. (ameron says: 


**The most important element in satis- 


factory railway service is personnel— 
the most important power on any 
railroad is manpower. 


“To the efficiency and unswerving loy- 
alty of every member of the [Illinois 
Central organization must be attrib- 
uted the major share of an 83-year 
record of achievement. 


“The men who compose the staff of 
the Illinois Central Trafic Department 
are carefully selected. They are thor- 
oughly schooled. They are experienced. 
Therefore, they possess ability and 
willingness to coordinate the vast 
resources of a great railway system to 
the service of all shippers. 


“They welcome opportunities to 


counsel on transportation matters.99 


<fILLINOIS CENTRAL SYSTEM 


PERSONAL SERVICE BY A TRAINED PERSONNEL 
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Personal Notes 





Alexander Gawlis has been appointed assistant general 
freight agent, Merchants’ and Miners’ Transportatiom Company, 
with headquarters in Baltimore. 

R. H. Eberly has been appointed assistant freight traffic 
manager (rates and divisions), Seaboard Air Line. R. T. Etheridge 
has been appointed assistant freight traffic manager (commis- 
sion cases), succeeding J. H. Ketner, who died. W. A. Marshall 
has been appointed general freight agent, succeeding Mr. Eberly. 
All will make their headquarters at Norfolk, Va. The positions 
of assistant general freight agent held by Mr. Etheridge and 
Mr. Marshall heretofore have been abolished. 

The Pennsylvania announces the promotion of C. W. Myers 
from real estate agent in Chicago to real estate agent at New 
York, to succeed W. W. Mayer, who will become general real 
estate agent, with headquarters at Philadelphia. P. C. White, 
agent, real estate department, Chicago, will succeed Mr, Myers 
at Chicago. Charles G. Grove, superintendent of the Wilkes 
Barre division, at Sunbury, Pa., has been appointed superintend- 
ent of passenger transportation of the eastern region, with 
headquarters in Philadelphia. He succeeds J. M. Symes, recently 
appointed chief of freight transportation. Mr. Grove is suc- 
ceeded at Sunbury by Samuel R. Hursh, who has been division 
engineer at Pittsburgh. : 

Ralph F. Heil, commerce assistant, Gulf Companies, Pitts- 
burgh, Pa., died September 26. He was thirty-nine years old 
and, with the exception of a period at the time of the war, had 
been continuously in the employ of the general traffic depart- 
ment of the company since early in 1916. He was a former 
president of the Traffic and Transportation Association of 
Pittsburgh. 

M. G. Thompson, formerly connected with the General 
Freight Company, Chicago, has been appointed export manager 
of Franklin and Company, foreign freight forwarders and cus- 
toms brokers, Chicago, 

George H. Herzog, for the last six years connected with the 
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New York office of the North German Lloyds, has been appointeg 
gulf freight representative, with headquarters in New Orleans 

George F. Kelble, president of the Kelble Operating (or. 
poration, has announced the election of Harry J. White as vice 
president of the company. Mr. White has been associated with 
the stevedoring and terminal trade for many years and was 
formerly connected with the Jarka Corporation. It was algo 
announced that the company has opened an office at the Port oj 
Albany for the handling of ship, car, and truck traffic at that 
point. 

E. C. Trainor, general freight agents of the N. Y. K. Line 
has been elected chairman of the Far East Freight Conference 
to succeed W. J. Tracy, of the Kokusai Line. 

William T. Medford, for nearly seven years assistant dire, 
tor of the traffic and transportation bureau of the Baltimore 
Association of Commerce, has been made traffic manager of the 
Chieftain Manufacturing Company. 

Brigadier General George B. Pillsbury, assistant chief of 
engineers, has been appointed by the chief of engineers senior 
member of the board of engineers for rivers and harbors of the 
War Department. Among his other duties General Pillsbury 
has served as a member of the St. Lawrence Waterway Joint 
Board of Engineers. He succeeds Colonel William J. Barden 
who was retired September 30. 

C. J. Allen has been appointed assistant freight traffic map. 
ager, Hammond Shipping Company, Ltd., managing agents for 
the Christenson-Hammond Line, with headquarters in San 
Francisco. 





| 


FOR SALE—Combination passenger and baggage, gasoline car fo 
sale. Marion Brick Company, Inc., Marion, Virginia. 





TRAFFIC MANAGER—An astounding and most extraordinary 
national contest will start shortly, featuring prizes from the world's 
leading sports store (Abercrombie & Fitch). Your participation as a 
contestant will assist you in solving one of your most Knotty problems 
Write for details. Sherlock Holmes, 1]5 Drexel Bldg., Philadelphia, Pa 





WANTED—Freight solicitors and individuals with shippers’ con- 
tact, who desire to build up an independent income incidental to their 
present activities. Write Frizzell & Co., Drexel Bldg., Philadelphia, 
Pa., for details. 


| HERE IT IS— 
AND ON TIME 


Here comes the shipment and it’s in good condition—and 
on time. Railway Express sees to that. We haven’t been 
in the business of shipping everything, everywhere for the 
better part of a century without knowing that shipments 
must be handled swiftly and safely. That’s why we pick 
shipments up at your very doorin all important cities and 
towns...and rush them on swift passenger trains by the 
shortest routes...and deliver them to destination. Two 
receipts—one at pick-up and another on delivery —is the 
Railway Express service visa of safe conduct. 

Rates are moderate for the service rendered. If you’ve 
something to ship, a telephone call to the nearest Railway 


Express agent will bring prompt service or information. 


RAILWAY EXPRESS 


AGENCY, Inc. 


SERVING THE NATION FOR 95 YEARS ® NATION-WIDE SERVICE 
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Let THE DAILY TRAFFIC WORLD 


provide you with a 


WASHINGTON 
REPRESENTATIVE 


at a fraction of the cost of keeping 
your own man there 





PDE POT IA MEE OR 





There have probahly been many occasions 
when you have wished you had a trained 
traffic representative in Washington to look 
after your intereits—someone who could 
keep in close personal contact with all gov- 
ernmental departments, more especially the 
Interstate Commerce Commission and the 
Shipping Board Bureau, who could dig out 
the particular information you need, or send 
you copies of decisions, proposed reports, or 
citations from the records; someone with 
complete knowledge of and easy access to 
the hundreds of thousands of documents 
filed in the National Capital; a specialist 
who would give you the benefit of his special 
training through opinions on loss and dam- 
age claims or information about procedure, 
or, perhaps, some assistance in preparing 
your cases by supplying rate histories and 
other exhibits; someone who would watch 
any particular rate in which you looked for 
a change, who would advise you promptly 
of any new complaint filed, the issuance of 
a suspension order, or the granting of sixth 
section permission. 


You may not have been able to get just the 
man or the service you wanted. » per- 
haps, you didn’t have enough of this sort of 
work to justify the large expenditure. Here, 
then, is your opportunity to obtain for your- 
self and your organization the advantages 
outlined above. 


When you enter your subscription for THE 
DAILY TRAFFIC WORLD and TRAFFIC 
BULLETIN, the facilities of our Special 
Service Department in Washington are 
placed at your disposal. Our staff in Wash- 
ington is made up of men who have had 
years of training in rate analysis, traffic 
problems, and interstate commerce, as well 
as law. They are in daily contact with the 
Interstate Commerce Commission, the Ship- 
ping Board Bureau, and all departments of 
the government. 


You can turn your particular problems over 
to them with full confidence that they will 
receive their prompt, personal attention. 
And, best of all, the expense is reasonable 
because it is spread over a large number of 
organizations whose service requests are 
“srouped” to minimize costs, providing a 
a service of the highest standard at low cost. 
tf The daily reports will supplement these 
2 services by bringing to your attention any 
. unexpected action that might otherwise 
4 escape you. 


tt The DAILY service is the busy traffic man’s 
ny right hand man. It is the ideal combination 
W of a prompt, all-inclusive news service and 
‘ a complete group of personal traffic services. 


Send for sample copies, and more informa- 
tion about the special services which are 
included with every subscription. 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 
418 South Market Street Chicago 
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Digest of New Complaints 





No. 


No. 


No. 


No. 


No. 


. 26688. Middle Rio Grande Conservancy District, Albuquerque, 


26678. Wheeling Corrugating Company et al., Wheeling, W. Va 
vs. B. & O. et al. 

Rates, empty iron cans, Portsmouth (New Boston), O., to points 
in eastern and southern territories in violation of Section 1. Asks 
new rates and reparation. (D. L. Bennett, Practitioner, 508 Hawle 
Bldg., Wheeling, W. Va.) 


. 26679. Allegheny & South Side Railway Co. et al., Chicago, y 


vs. American Barge Line Co. 

Alleges the minimum differentials fixed by the Commission j; 
orders in Ex Parte No. 102, Application of American Barge Line 
Co., between the all-rail rates of the complainants and the joint 
rates in connection with the water service of the American Rarg; 
Line Co. are unreasonable and that the maintenance of the differ. 
entials on the basis as fixed in the orders jeopardizes the abilit 
of these complainants to maintain an adequate system of transpor 
tation by railroad. Asks the Commission to enter upon a hearing 
concerning the reasonableness and lawfulness of all the throug} 
routes and joint rates filed and established pursuant to the orders 
of the Commission and the reasonableness of the minimum differ 
entials. (Elmer A. Smith et al., attorneys, 135 E. llth Place 
Chicago, Ill.) (See Traffic World, September 22, p. 451.) 





. 26680. Akron, Canton & Youngstown Railway Co. et al., Chicag 


lll., vs. Inland Waterways Corporation. 

Same as the foregoing with respect to requirement of orders i; 
Ex Parte No. 96, Through rates and joint rates between Inland 
Waterways Corporation and other common carriers. Like prayer 
(Elmer A. Smith et al., attorneys, 135 E. 11th Place, Chicago, II!.) 


. 26681. Alton Railroad Co, et al., Chicago, Il, vs. Mississippi Val- 


ley Barge Line Co. 

Same as the foregoing with respect to the orders in Ex Parts 
No. 99, Application of Mississippi Valley Barge Line Co. Like 
prayer. (Elmer A. Smith et al., attorneys, 135 E. 11th Place, Chi- 
eago, Ill.) 

26682. Traffic Bureau, Lynchburg (Va.) Chamber of Commerce: 
for G. Bruning Tobacco Extract Co., vs. LL. & N. et al. 

Rates and charges in violation first four sections, tobacco stems, 
unground, Cape Girardeau, Mo., Nashville and Gallatin, Tenn., and 
Bowling Green, Ky., to Lynchburg, Va. Violation of sections ? 
and 3 based on allegation that tobacco waste, sand, refuse or dust 
are included in the fertilizer material list, while tobacco stems 
unground, which are a part of tobacco waste are not included 
that list. Asks cease and desist order and reparation. (W. G 
Burnette, t. m., 209 Lynch Bldge., Lynchburg, Va.) 

26683. Anchor Storage Co. et al., Chicago, Ill., vs. Alton et al 
Switching rates and charges, in violation sections 1, 2, 3 and 1 
sugar, between points in the Chicago switching district. Alleges 
maintenance of 1 cent a hundred switching charge on sugar be- 
tween points on the Belt Railway of Chicago and denial of a sim- 
ilar charge to complainants’ warehouses within the district is 
unjust discrimination against complainants in favor of the ware- 
house at Clearing; that adjustment is unduly preferential of Crooks 
Terminal Warehouse at Clearing, Ill., and prejudicial to complain- 
ants located in Chicago in violation section 3; also switching 
charge discriminates against interstate commerce. Ask cease 
and desist order, rates and charges. (Edward S. DePass, practition- 

er, 59 East Van Buren St., Chicago, Il.) 


. 26684. Sinclair Refining Co., New York, N. Y., vs. A. G. S. et al 


Rates and charges in violation sections 1, 3, and 4, petroleum 
products, Westwego, La., to points in Ala., Ga., Miss. and Ten! 
because of alleged ignoring of findings of Commission in Petroleum 
and Its Products, 171 I. C. C. 286. Asks rates and reparation. (J 
M. O'Day, v. p. and g. t. m., and H. W. Robertson, t. m. and 
practitioner, 45 Nassau St., New York, N. Y.) 


. 26685. Illinois Coal Traffic Bureau, Chicago, Ill., vs. A. & E. et al 


Rates, bituminous coal, in violation sections 1, 3 and 13, mines ir 
southern Ill. group to points in Ia. Producers of coal having mines 
in other portions of Ill. preferred. State rates in Ia. assailed in 
violation section 13. Asks rates. (W. Y. Wildman, Atty., 309 W 
Jackson Blvd., Chicago, II.) 

26661, Sub. No. 4. The Alliance Clay Product Co., Alliance, 9 
vs. A. C. L. et al. 

tates in violation sections 1, 3 and 13, building brick, Alliance 
O., to points in New England, N. Y., N. J., Pa., Del., Md., Va 
W. Va, and D. of C. as compared with rates from plants of com- 
petitors throughout New England and Trunk Line territories and 
intrastate rates in destination states named. Ask cease and desist 
order and rates. (Walter Young, traffic counsel, Rutherford, N. J.) 


. 26661, Sub. No. 5. Same vs. Same et al. 


Same complaint and prayer with Darlington, Pa., as additional 
origin point 


. 26661, Sub. No. 6. Fiske Brick & Granule Co., Boston, Mass., V§ 


Same et al. : : 
Same complaint and prayer with Watsontown and Darlingtor 
Pa., as origin points 


. 26661, Sub. No. 7. The Stark Brick Co., East Canton, O., vs. Same 


et al. a 
Same complaint and prayer with East Canton, O., as ore 
point 


. 26661, Sub. No. 8 The Stone Creek Brick Co., Stone Creek, 0 


vs. Same et al. ; 
Same complaint and prayer with Stone Creek, O., as origin poin 


. 26686. Griffin Grocery Co., Muskogee, Okla., vs. I. C. et al 


Rates and charges in violation sections 1 and 3, tin cans, Hoops- 
ton, Chicago and other Ill. points to Muskogee, Okla., as com 
pared with rates to Westville, Okla., and other points in easter! 
Okla. and northwestern Ark. Asks refund. (B. F. Rea, practitione! 
Municipal Bldg., Muskogee, Okla.) 

26687. Gulf Refining Co., Pittsburgh, Pa., vs. B. & O. et al. | 

Unreasonable rates, gasoline, Guyandotte, W. Va., to Bluefield, 
Va., and Iaeger, W. Va. Asks cease and desist order and repara- 
tions (J. C. Beck a. g. t. m., P. O. Box 1214, Pittsburgh, Pa.) x 


x, @ A. % & BF. ee a, ‘ 
Rates and charges in violation sections 1, 4 and 6, lubricating 


oils and greases, North Warren, Pa., to Albuquerque, N. M. _ 
cease and. desist order, rates and reparation. (E, C. Wallace, Ro 


N. M.) 


well, 
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EVERY STEP 
From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 












THE 


PORT 
ALBANY] | 


| 
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| 
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| 

Newest Inland | | 
North Atlantic Seaport | 
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Within 250 miles there reside :— : 


One-third of the population of the United States. 


' 
The richest producing population in the United | 
States. 







Central Freight Association Decket 
Central Freight Association Hearings 






ne 


1. 
2. 
3. Central Freight Association Coal, Coke & Iron Ore Docket j 
4. Eastern Commodity Rate Revision Cemmittee Hearings The greatest co aie ulation in the United | 
’ 5. Illinois Freight Association Docket States — ite 3 
ad - 

























6. National Diversion and Reconsignment Committee Hearings 
7. National Perishable Freight Committee Docket 
8. New England Freight Association Docket 
9. New England Freight Association Hearings 
10. Southern Freight Association Docket 
11. Southern Freight Association Dispositions 
12. Southern Freight Association Coal & Coke Committee Docket 
e- 13. Southern Ports Foreign Freight Committee Docket 
14. Southwestern Freight Bureau Docket 
15. Southwestern Freight Bureau Hearings 
oa 16. Texas-Louisiana Tariff Bureau Docket 
: 17. Transcontinental Freight Bureau Applications 
18. Transcontinental Freight Bureau Dispesitions 
19. Trunk Line Association Decket 
Trunk Line Association Hearings 
Trunk Line Coal & Coke Committee Docket 
Trunk Line Coal & Coke Committee Hearings 
Western Trunk Line Docket 
Western Trunk Line Hearings 
Western Trunk Line Dispositions 
Joint Hearings of Rate Committees 
Fourth Section Applications 
Fourth Section Orders 
Sixth Section Applications 
Sixth Section Permissions 
31. New Tariffs and Supplements Filed with the I. C. C. 
32. Tariffs Rejected by the I. C. C. 
33. Investigation and Suspension Orders 
34. Suspension Orders Vacated 
35. Released Rate Orders 
36. Express Tariffs Filed with the I. C. C. 
37. Shipping Board Bureau Tariffs—Intercoasta] 
38. Shipping Board Bureau Tariffs—Other than Intercoastal 
v8 39. Shipping Board Bureau Short Notice Applications 
40. Shipping Board Bureau Short Notice Permissions 
41. Shipping Board Bureau Suspension Orders 
n {2. Shipping Board Bureau Orders Vacating Suspension 
vit 43. Tariffs Returned by the Shipping Board Bureau 
44. Consolidated Classification Docket 
45. Express Classification Docket 
46. Adoption Notices 
‘7. Address ef Railroads and Steamship Lines Filing First Tariff 
aa ‘8. Embargo Notices, Medifications and Cancellations 
ert 19. Steamship Sailings 





ae 
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eon ven nennnwn w wv 
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Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. | 
Grain Elevateor—13,000,000 bu. storage. 

Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 
























Industrial Area—pavement, water, sewers; power 
and rail facilities. 







Samples and full information free on request 


- The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 





For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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No. 26689. The S. A. Gerrard Co., Cincinnati, O., vs. Alton et al. 
Unreasonable rates, cauliflower and broccoli, Baxter, Boone or 
Pueblo, Colo., to points in Md,, BEE. Bie ex Bee <. Ge oe and 
LD). of C. Ask cease and desist order, rates and reparation, (Edward 


Whiting, t. m., 240 W. Sixth St., Cincinnati, O.) 

. 26690. Blumer Brewing Corporation, Monroe, Wis., vs. C. M, g 

P. & P. et al. a 
Rates in violation sections 1 and 6, corn sugar and syrup, Roby 

Ind, (Chicago switching district), to Monroe, Wis. Asks cease and 


desist order, rates and reparaton, (J. W. Goodman and L, yj 
Brandt, 1018 South Wabash Ave., Chicago, Il.) 
. 26691. Louisiana Chemical Co., Inc., Houston, Tex., vs. N. 0 T 


& M, et al. 7 
Unreasonable rates, crude sulphur, Bryan Mound, Tex., to 
Baton Rouge, La, Asks reparation. (L. D. Smith, t. m., Houston 


Tex.) 


. 26692. International Paper Co., New Yory, N. Y., vs. B. & O. et aj 
A SOUTHWEST Unreasonable rates and charges, unfinished blank wall or hang. 
ing paper, Livermore Falls and Orono, Me., Turners Falls, Mags 
and Corinth, N. Y., to points in official territory. Asks rates and 


reparation. (Wilbur La Roe, Jr., and Frederick E. Brown, attys 
Investment Bldg., Washington, D. C.) 


THE ECONOMY ROUTE FOR SHIPPERS ‘ Gehl area” Pulp and Paper Co., Richmond, Va., vs. Bus! 


Rates in violation sections 1 and 3, waste paper and scrap pulp 
board, points in eastern trunk line territory to Big Island, Va.,, as 
compared with rates to Arrowhead, Buffalo, Fulton and Lockport 
N. Y., Austin, Erie, Johnsonburg and York, Pa., Canton, N, C, 
Halltown and Piedmont, W. Va., and Kingsport, Tenn., and othe: 
points. Ask cease and desist order, rates and reparation, (H, F 
Iverson, 42-16 Barn St., Long Island City, N. Y.) 

. 26694. National Atlas Elevator Co., Minneapolis, Minn., vs. G. N 

Unreasonable rates, wheat, Tolna, N. D., to Minneapolis, Minn 
Asks cease and desist order, rates and reparation. (A. C, Remel 
Sec’y, 713 Chamber of Commerce, Minneapolis, Minn.) 

. 26695. Harry Ellanovitz, Dillonvale, O., vs. W. & L. E. et al. 

Unreasonable rates, scrap iron, Adena, and Dillonvale, O., t 
Weirton, W. Va. Asks cease and desist orders, rates and repara- 
tion. (D. L. Bennett, practitioner, 508 Hawley Bldg., Wheeling 
W. Va.) 

. 26696. Public Service Commission of Nevada for live stoel grow- 
ers of Nevada, Nevada Farm Bureau and Nevada Livestock As- 
sociation, Carson City, Nev., vs. Southern Pacific et al. 

Rates and charges in violation sections 1, 3 and 15, cattle and 
sheep, Nevada points to California markets. Asks rates and 
reparation (J. F. Shaughnessy, chairman, Carson City, Nev.) 

. 26697. The Stewart Iron Works Co., Inc., Covington, Ky., vs. A. T 
& S. F. et al. 
Unreasonable rates, iron or steel prison work, Covington, Ky, 
pa 4 Ris P. . » Sa ‘ranciseco, Calif. Asks reparation (Lester E. Barber, t 
Low esl freight rates to and from the Great - A the Sanbor Traffic Biotin Gan Cm innati, 0.) —s 
‘ 26698. Nekoosa-Edwards Paper Co. et al., Port Edwards, Wis. 
Southwest. ak A oe 
Unreasonable rates and charges, printing and wrapping paper, 
and papers and commodities classed therewith, Nekoosa, Port 
c aie . ae es Edwards, Wisconsin Rapids, Biron and Stevens Point, Wis,, te 
Insurance e at Mun WuIM cost. all destinations in official classification territory. Ask rates, (W., 
B. Dalton, t. m., Nekoosa-Edwards Paper Co., Port Edwards, 
Wis., and H. D. Wake, t. m., Consolidated Water Power and 
: Yr » ms Peesure . ee, Pn Paper Co., Wisconsin Rapids, Wis.) 
Most mod rn I ublic and I rivate Le rminals . 26701. Walter Young, Rutherford, N. J., vs. A. G. 8. et al 
\ . . Complainant, stating he has an interest in the securities of 
on the Gulf. At these great terminals there ce en of the defendants, alleges violation of sections 1, 3 and 
° . . . 13 of the act with respect to rates on brick and all articles in 
1S every modern device for the rapid and the uniform brick list which take the same rates, from all pro- 
° ° » ‘ ducing points on defendants’ lines in central territory and @ 
economical handling of your shipments. Va., W. Va, Md., western N. Y. and Pa., including also pro- 
» : ‘ P ducing points in Mo. on or adjacent to the Missouri River = 
spe 5S » laroves vs y -arrierc @s > producing points in Ky. on or adjacent to the Ohio River, to all 
Here 58 of the largest cargo carriers can be EE ee net atr Vaan iteae tae Gea 
Tork “3 P . she, England territories Intrastate rates in Pa. N. Y., N. J., Md, 
worked simultane ously . Va., W. Va. assailed. Asks cease and desist order and rates fo 
future (Walter Young, Rutherford, N. J.) 
x P 26702. The Merchant Truckmen’s Bureau of New York, New 
410 va) ‘ vat + 6 , > QRY Ctas wha York City, vs. Erie and Pennsylvania 
Kightee rn Railroads and SOME S4 Steamship Alleges exaction of unlawful charges for trucking and draying 
“ » aati ee a : -. operations described as “collection and delivery service’’ within 
Lines 21\ e regular and dependable ser\ ice to Slee York City, between freight receiving a delivering sta- 
‘d ° ° tions, on the one hand, and places of business and residences of 
and out of Houston, reaching practically shippers and consignees in New York City, on the other hand, 
, : on the ground that separately stated and imposed charges for 
every World Port. such ervice are materially less than the separate costs in- 
" curred by defendants in providing and performing such _ partic- 
ular service Asks cease and desist order and that Commission 
ry : : . . : . fix by order the minimum just and reasonable charge 
hese are some of the factors which enable charges to be made by defendants in lieu of those separately 
, Which will not be unjustly and unreasonably low, #4 
in per- 


‘ ‘ , state: 
Houston to render the shipper a service ol measured by the separate cost incurred by defendants 
forming such separate service, (Charles E,. Cotterill, atty., “@ 

Ee. 45th St., New York, N. Y.) 


unusual merit and on which we solicit your 


CONDITION OF EQUIPMENT 


“oO 


Class I railroads on September 1 had 293,173 freight cars in 
need of repair, or 15.3 per cent of the number on line, according 
to the car service division of the American Railway Association. 
This was a decrease of 6,607 cars below the number in need of 
such repair on August 1, at which time there were 299,780, 
or 15.5 per cent. Freight cars in need of heavy repairs on Se 
attention and superior steamship service is at- tember 1 totaled 229,576, or 12 per cent, a decrease of 3,671 cars 
tracting more and more shippers to move their compared with the number in need of such repairs on August 
live stock shipments through the Port of 1, while freight cars in need of light repairs totaled 63,597, oF 
Houston. 3.3 per cent, a decrease of 2,936 compared with August 1. 

Locomotives in need of classified repairs on September 1 
totaled 10,771, or 22.4 per cent of the number on line, This was 
J. Russell Wait a decrease of eighteen compared with the number in need of 
. such repairs on August 1, at which time there were 10,789, 0 
Director of the Port 292 per ce 
22.3 per cent. 
Class I railroads on September 1 had 5,201 serviceable loce 
motives in storage compared with 4,974 on August 1. 


patronage. 


NEWS FLASH: Another shipment of 150 head 
of mules left Houston recently for Italy. Port 
Houston now ranks as the Leading Live Stock 
Port of the Gulf. Experienced handlers, careful 
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Docket of the Commission 








STARRETT LEHIGH —————— 


| een added since the last issue of The Traffic World. New assign. 


| ments now on the Commission’s docket of dates later than herein 
I | shown will not bear asteriske when they do appear. Cancellations 
L | and postponements announced too iate to show the change in this 


Docket will be noted elsewhere. 












Bad Pee 








October 8—Sheffield, Ala.—Examiner McChord: 
26559—-Alabama Oil Co. of Huntsville, Ala., et al. vs. A. G. S. RL. R 
et al. 
October 8—Omaha, Neb.—Examiner Johnson: 
24622—-Mona Motor Vil Co. vs. C. B. & Q. et al. (further hearing), 
October 8—Rochester, Minn.—Examiner Sullivan: 
Finance No. 10533—Application C. & N. W. Ry. for permission to 
abandon its Zumbrota branch extending from Rochester to Zumo- 
| rota, Minn 
| October 9 Sheffield, Ala.—Examiner McChord: 
25101, and Sub. 1—Elk Oil Co. et al. vs. A. G. S. R. R. et al 
| October 9—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 15239—Filed by W. S. Curlett, B. T. 
| Jones and F, Van Ummersen, agents. 
| October 9—Washington, D. C.—Examiner Disque: 
| 25390—Abilene & Southern Ry. Co. et al. vs. A. C. & Y. et al 
25692 (and Sub. Nos. 1 and 2)—Abilene & Southern Ry. et al. vs 
A. C. & Y. et al. 
26429—A. & V. Ry. et al. vs. Abilene & Southern et al. 
| October 9—Washington, D. C.—Examiner Berry: 
26554—-Grasselli Chemical Co. vs. C. B. & Q. R. R. et al. 


October 10—Sioux Falls, S. D.—Examiner Johnson: 
| 26520—Traffic Bureau, Sioux Falls Chamber of Commerce vs. C. & 
N. W. Ry. et al. 
October 10—Norfolk, Va.—Examiner Williams: 
26595 and Sub. 1 and 2—Socony-Vacuum Oil Co., Inc. (successor 
in interest to the Vacuum Oil Co., Inc.) vs. L. V. R. R. et al 


0-11— y ‘ x 
Look Before You Locate | Oxtober 10-11—-Argument at Washington, D.C 2 6 oe ay. otal 


(and cases grouped therewith) 
i ildi \ | October 10—Kansas City, Mo.—Examiner Sullivan 
Starrett Lehigh Building, bounded by West 26th and Finances No. 10265—Application Mo.-Kan, Belt Ry. & Term Co, for 










en ee ee ee ee ee 

































authority to construct lines of railroad in Wyandotte, Leaven- 
West 27th Streets and 11th and 13th Avenues, New worth, Jefferson and Shawnee counties, Kan. 
. ° Finance No. 10518—Application Mo.-Kan, Belt Ry. and Terminal © 
York City, affords an excellent location for manufac- | for authority to issue securities, 
| Finance No. 10556—Application Mo.-Kan. Belt Ry. and Terminal C 
turing and distribution | for permission to purchase securities of Imperial Terminal Bldg 
4 Co. and to assume obligation and liability 


October 11—Birmingham, Ala.—Examiner McChord: 
IT HAS _ 1. & S. 4004—Lumber from Ala. to C. F. A. points. 


October 12—Birmingham, Ala.—Examiner McChord: 
26569—Alabama Marble Co, vs. L. & N. R. R. et al. 


® Lehigh Valley Railroad freight terminal on street level. 26671—Alabama Marble Co. vs. Pa. R. R. et al. 
Freight elevators direct to platform in rail yard. October 12—Minneapolis, Minn.—Examiner Johnson: 
: 26612—-Farmers Seed & Nursery Co. et al. vs. C. & N. W. Ry. etal 
* Truck elevators to all floors with convenient truck pits, October 12—Philadelphia, Pa.—Examiner Williams: 


26624—Boyertown Surial Casket Co. vs. Pa. R. R. et al. 
October 12—Pittsburgh, Pa.—Examiner Hagerty: 
Floor areas, 52,000 to 124,000 sq. ft. Smaller units may | 1. & S. 4025 and 1st supplemental order—tiron or steel tanks in Official 


territory. 
be | : 
eased October 13—Argument at Washington, D. C.: 


Finance No. 10011—S. A. L. Ry. proposed abandonment. 


October 13—Pittsburgh, Pa.—Examiner Hagerty: 
: @ ij ; 26580—Punxsutawney Beef & Provision Co. vs. B. & O. R. R. et al. 
Live steam for manufacturing purposes. 26526—Exdgerton & Beers, Inc., vs. A. C. L. R. R. et al. 


October 13—Minneapolis, Minn.—Examiner Johnson: 
26583—Barnard-Curtiss Co, et al vs. C. M. St. P. & P. R. R. et al 


October 13—Philadelphia, Pa.—Examiner Williams: 
26596—Norcross Brothers (a partnership) vs. Pa. R, R. 


October 13—Birmingham, Ala.—Examiner McChord: 


i i i Cas s i South- 
INVESTIGATE THE ADVANTAGES OF THIS BUILDING ony ge ke ee 


ern 


offering street floor facilities throughout the building. 





® Low insurance rates. 


® Fast passenger elevators. 


® Restaurant and barber shop. 


October 15—Minneapolis,, Minn.—Examiner Johnson: 






You will find it easily adaptable as your Eastern manu- | 26591—Brooks-Scanlon Lumber Co, et al. vs. G. N. Ry. et al. 
° ° ° ° . | October 15—New York, N. Y.—Examiner Williams: 
facturing and distributing plant, sales and display 26595, and Subs. » and 2—Socony-Vacuum Oil Co., Inc, (successor 
° . ° ¢ in interest to -he Vacuum Oil Co., Inc.), vs. L. V. R. R. et al. 
offices. It iS situated on wide thoroughfares in the 26598—Continental Paper & Bag Corp. vs. B. & M. R. R, et al. 
| October 15—Montgomery, Ala.—Examiner McChord: 
center of Manhattan. 26615—Andalusia Grocery Co. et al. vs. C. of Ga. Ry. et al. 





October 15—Pine Bluff, Ark.—Examiner Sullivan: . 
Finance No. 10572—Joint application St. Louis Southwestern By. 
and Pine Bluff Arkansas River Ry. for permission to abandon line 


Nationally-known concerns, already occupants of the 
. . . ° | between Rob Roy and Reydel, Ark. 
building, have been able materially to lower their New | October 15—Pittsburgh, Pa.—Examiner Hagerty: 















° . . : . 1 . —C : ans y il-barge- 

York operating costs and at the same time increase I 63 4032 and 1st sup. order—Cotton from Arkansas via ra 
. . October 15 to 20, both inclusive—Argument at Washington, D. C.: 
their efficiency. You, too, can save here. Ex Parte 104—Part 2—Practices of carriers affecting operating rev 





enues, or expenses.—Terminal services of Class I carriers. 
October 15—Dallas, Tex.—Examiner Steer: 







7 : ; Railway Labor Act Docket No. 1—Texas Electric Ry. 
Starrett Lehigh Building October 16—Washington, D. C.—Examiner Weems: : 
DB. COOTEEEY, Manager, 61 West 26th Sivest . pees Gea ee aaa order—Iron and steel articles be 
Telephone: CHickering 4-0297 October 16—Minneapolis, Minn.—Examiner Johnson: 








25648—Coughlan-Rogin Co. et al. vs. D. & R. G. W. R. R. et al. 


October 16—New York, N. Y.—Examiner Williams: 
_ 8 26587—Burnham Boiler Corp. vs. Pa. R. R. et al. 
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LOW FARES TO THE 


ORIENT 


Every week a President Liner sails from New York and 
California to the Orient, via Hawaii and the Sunshine 
Route. Ports-of-call are: Yokohama, Kobe, Shanghai, 
Hongkong, Manila. This convenient schedule, plus 
stopover privilege anywhere, enables you to go exactly 
as you please. And President Liner comfort includes all 
outside staterooms, large public rooms, an outdoor 
swimming pool. For fares and further details about 
this and other popular President Liner cruises, see your 


own travel agent, or... 


DOLLAR 


STEAMSHIP LINES 


New York ~ Cuicaco ~ San FRANCISCO 


DEPENDABILITY 
BUILDS 
BUSINESS 


The dependability of American Mail Line 
President Liners has been one of the fea- 
tures by which our business has been in- 
creased year after year. It will also be one 
of the features for increasing your business 
if you send your oriental cargoes over this 
short, fast route. Your customers in the 
Orient will be able to determine weeks in ad- 
vance just when they may expect the shipment 
to arrive, and will be grateful for this service. 


In addition to the President Liners, a fleet of 
fast cargo liners makes frequent sailings to 
Japan, China and the Philippines. 


For information, apply desk No. 6 
BA West Berths os cs ccccctoveses New York 
1714 Dime Bank Bldg Detroit 
110 So. Dearborn St.... . ¢ hicago 
Union Trust Bldg. Arcade . Cleveland 


General Freight Office 
740 Stuart Building 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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CALMAR LINE 


INTERCOASTAL SERVICE | 


WESTBOUND SCHEDULE =i 
| SAILS ARRIVES 


Voy- , ai ome Ta 


age Phila- Les San Alameda Tacoma 
No. Baltimore delphia | Angeles Francisco ee Portland | Seattle 
hmon 








STEAMER 





VERMAR 14 Sailed Sailed Arrived Oct. 8 Oct. 10 Oct. 15 Oct. 17 
TEXMAR | 20. Sailed | Sailed Oct. 18)Oct. 22, Oct. 24 Oct. 29 Oct. 31 
MASSMAR | 15 Oct. 6Oct. 10 Nov. 1/Nov. 5 Nov. 7/Nov. 12 Nov. 14 
PENNMAR | 16 Oct. 20 Oct. 24 Nov. 15|/Nov. 19 Nov. 21 Nov. 26 Nov. 28 
ALAMAR 15 Nov. 3.Nov. 7/Nov. 29\Dec. 3.Dec. 5 Dec. 10 Dec. 12 
PORTMAR | 16 Nov. 17, Nov. 21/Dec. 13/Dec. 17/Dec. 19 Dec. 24 Dec. 26 


For information regarding rates, etc., apply to nearest office: 


MOORE & MeCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 

Baltimore, Md., 15 South Gay Street Los Angeles, Cal., 410 Chamber of Com- 

Chicago, til., 140 South Dearborn Street merce Building 

Detroit, Mich., 556 Book Bidg., Washington Oakland, Cal., ist and Market Streets 
Boulevard and Grand River Portiand, Ore., 917 Board of Trade Bidg 

New York, N. Y., 5 Broadway San Francisco, Cal., 215 Market Street, 

Philadeiphia, Pa., Bourse Building Matson Building 

Pittsburgh, Pa., Oliver Buliding Seattle, Wash., i519 Railroad Avenue, 

Rochester, N. Y., Temple Buliding South 





EASTBOUND SCHEDULE 
lve = __ SAILS ARRIVES 


STE/ MER age ays | Asteria | Stock-|Gehlend! Sen | Lee | New | Phie- | Baki. 


| No. |Seattle Harbor Portland) ton en | Angeles| York | delhi | mere 
| | 








| 


(lLosmar | 14 Sailed | Sailed | Sailed | Sailed | Sailed | Sailed | Sailed Arrived Oct. 6 Oct. 10 
Calmar | 14 | Sailed| Sailed | Sailed | Sailed| Sailed| Sailed (Omitt'd Oct. 15\Oct. 19)/Oct. 22 
Yorkmar 23 | Sailed Sailed Sailed | Sailed | Sailed | Sailed | Sailed (Oct. 26 Oct. 30.Nov. 2 

2O0akmar | 16 |Oct. 6/Omitt'd Oct. 11/Oct. 15/Oct. 16/Oct. 16/Oct. 18Nov. 8 Nov. 12/Nov. 15 
Vermar | 14 |Oct. 20/Oct. 23 Oct. 25/Oct. 29/Oct. 30.Oct. 30,Nov. 1 Nov. 22 Nov. 26)Nov. 29 
Flomar | 16 |Oct. 30/Omitt’d Nov. 5\Nov. 9 Nov. 10.Nov. 10\Nov.12.Dec. 3,Dec. 7\Dec. 10 
Texmar | 20 |Nov. 9/Omitt’d Nov. 15'Nov. 19 Nov. 20 Nov. 20/Nov. 22 Dec. 13 Dec. 17/ Dec. 20 








Note: #1 Also calls Norfolk about Oct. 9 
(2 Also calls Wilmington‘about Nov.'13 


Subject to change and/or cancellation without notice, as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


Locomotives don’t 
run themselves.... 


. and neither do freight schedules. 
“NorthWestern” it takes men to make the engine go 
provides superior and men to see that each consignment 
service to, from arrives quickly and safely. 


7 — “North Western” has always stressed 
— the importance of the human element 
ILLINOIS in freight as well as passenger trans- 
OWA portation .. . knows that good men 
WISCONSIN h 
MICHIGAN are fully as necessary as good mechan- 
MINNESOTA ical equipment... has carefully built 
NEBRASKA up an organization of picked men that 


SO. DAKOTA n on at all times. 
nO. DAKOTA can be depended up 


WYOMING Bring your shipping problems to your 
nearest Chicago & North Western 
representative. No matter what its 
nature may be, he will gladly help you 


in every way possible. 


55 
2155 


CHICAGO & 


NORTH WESTERN 


RAILWAY 
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WIRE UC 
FORMS 


Stock forms for all purposes. 
For Foreign and Domestic use. 
Constantly revised for accuracy. 
Write for descriptive circular. 


HORDER’S, Inc. 


231 S. Jefferson St., Chicago 


SSSSSSSSSSSSHSSSSSESSSSSEHSESSSSESSESHSESHSE ESTOS HS SEEKER HE HEE SSeS eee eS eR eee eeeeeeeeR, 


THE PORT OF MILWAUKEE |: 


“The Most Progressive Port on the Great Lakes’’ 


Modern Terminal on Outer Harbor 


Municipal Open Dock Municipal Transit Shed No. | 
Municipal South Pier No. | Municipal Mooring Basin 
Municipal Air Marine Terminal 
Handle All Commodities—Bulk and Package Freight 
Modern handling equipment, dockside tracks, open 
storage, no bridge interference, 
24-hour service. Reasonable Rates. 


Inquiries Solicited 


Board of Harbor Commissioners 
7o9 City Hall Milwaukee, Wisconsin 


2 


ee 


SSSSSSSHSSSSSSSSESSESSSRSSSESHKSSHSSHSHEKEKESHESHSEESS SHES ESESSESEEESSeeeeEeeeeeESe, 


ATTORNEYS AT LAW : 


HARRY C. AMES 


— ATTORNEY AT LAW 
Practicing Successor to Keene & Ames 


Formerly Attorney and Examiner 
before the Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 
INTERSTATE 


COMMERCE H. D. DRISCOLL 


Commerce Counsel and Attorney 


COMMISSION Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


” Are You Making ‘he72re 

io you want? 
Many of today’s important, well-paid Traffic Managers 
were yesterday students of LaSalle training in Traffic Man- 
agement. By home study in their spare hours they qualified 
for every phase of transportation work; won the ability 
that assures advancement. Opportunities now greater than 
ever emphasize the need for traffic experts; somewhere in 
this field bigger earnings await YOU. Write today for our 
free 64-page book, which tells you this training story in full: 
shows you how quickly, thoroughly and authoritatively 
vou may be able to prepare for promotions that come only 
to the expert! There is no obligation—and “doing it now” 
may lead you to a new caree! 


Address Dept. 1095-T 


>» LaSalle Extension University, Chicago, III. 


October 16—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 15641—Filed by J. E. Tilford, Agen 
Furnace lining and bonding mortar to southern points, 
October 17—Mobile, Ala.—Examiner McChord: 
Fourth Section Application No. 15632—Filed by J. E. Tilford, agen; 
October 17—New York, N. Y.—Examiner Williams: 
26539—-I. Silversmith & Co., Inc., vs. Ga. & Fla. R. R. et al 
26611—S. H. & E. H. Frost et al. vs. A. C. L. R. R. et al. 
October 17—Detroit, Mich.—Examiner Hagerty: 
18732—-Andrews Bros. et al. vs. Pa. R. R. et al. 
19500—Geo. L. Collins Co. et al. vs. Pa. R. R. et al 
October 18—Mobile, Ala.—Examiner McChord: 
Fourth Section Application No. 15617—Filed by J. E 
October 18—New York, N. Y.—Examiner Williams 
26605—North American Cement Corp. vs. B. & O. R 
October 18—Minneapolis, Minn.—Examiner Johnson: 
26617—Northrup King & Co. vs. B. & O. R. R. et al 
October 18—Clarksdale, Miss.—Examtner Sullivan: 
Finance No. 10490—Application Y. & M. V. R. R. for 
abandon line from Mattson to Lombardy, Miss. 
October 19—Chicago, Il]l.—Examiner Hagerty: 
Fourth Section Application No. 15630, filed by C. M. St. P 
R, R. 
October 19—Mobile, Ala.—Examiner McChord 
1. & S. 4002 and 1st supplementa!l—Reciprocal switching at Mot 
October 20—Chicago, Ill.—Examiner Hagerty: 
23912—-Malleable Iron Range Co, vs. A. A. R. R. et al. 
October 20—Springfield, Mass.—Examiner Williams 
21133 and Sub. 1—Chapman Valve Mfg. Co. vs. B. & A. R 
October 20—Mobile, Ala.—Examiner McChord 
17000, part 3, Rate Structure Investigation, Cottor (al 
grouped therewith). 
October 22—Chicago, Ill.—Examiner Hagerty 
26620—Blockson Chemical Co. vs. L. & N. R. R. et al 
October 22—Washington, D. C.—Examiner Hosmer 
24160—In the matter of divisions of joint intraterritorial rates 
official and southern territories (adjourned hearing). 
October 22—Boston, Mass.—Examiner Williams 
23683—H. E. Fletcher Co. et al. vs. B. & M. R. R. et al 
October 22—Argument at Washington, D. C. 
26223—Drayage and unloading at Jefferson City, Mo 
20120—Rudy Patrick Seed Co. et al. vs. A. & S. Ry. et al 
October 22—St. Louis, Mo.—Examiner Sullivan 
Finance No, 10055—St. Louis-Kansas City Short Line R 
posed construction, 
October 22—Washington, D. C.—Examiner Weems 
1. & S. 4034—Allowance for handling coal at Bundy, Va 
October 22—Washington, D. C.—Examiner Witters 
26402—-Weyerhaeuser Timber Co. vs. P. R. R. et al 
1. & S. No. 4035—Lumber between points in Official Territory 
* 26062—Traffic Bureau-Lynchburg Chamber of Commerce for ! 
rus Land & Lumber Co. vs. N. & W. Ry. et al 
October 22—Washington, D. C.—Examiner Berry: 
26575—-Georgia Passenger Fares. (adjourned hearing) 
October 22—San Francisco, Calif.—Examiner Steer: 
Railway Labor Act Docket No. 2—Sacramento Northern Ry 
October 23—-Argument at Washington, D. C.: 
24021 and Sub. 1—Cultra Co. vs. A. T. & S. F. Ry .et al. 
24130—Salina Chamber of Commerce et al. vs. A. T. & S. F. Ry 
et al. 
24560—The Metz Packing Co. et al. vs. A. T. & S. F. Ry. et al 


October 23—New Orleans, La.—Examiner McChord: 
25637—-Standard Pipe Line Co., Inc., et al. vs. A. T. & S, F. Ry. et 2 
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THE NEW 
5-TON 
GENERAL MOTO 


. _ Business men with 5-ton loads to haul will want to see, inspect and 
ie learn the facts about this big, husky money-maker. They can put it | 4 
to work with full assurance that it will save time and save money, day a) 


" | s / O00 after day, year in and year out. | | 


Priced $1000 lower than the average price of all other leading 5-ton 
trucks, this modern General Motors truck is truly an exceptional . 
CSS Z, asi value. It has a GMC valve-in-head engine, of course . .. develops 94 
horsepower and 230 ft. Ibs. of torque. Valve seat inserts are of 
: ‘fy stellite, the carburetor is of the downdraft type, the rugged frame is / 
— /, e€ AVETUGE 9” deep, the booster brakes have an unusually large braking area, 
; and the brake drums are of cast nickel iron for greater economy. 
} 5-fon Add to these features a score of others, including full-floating rear 


axle, needle bearing universals and rugged spoksteel wheels—and 
the proof of this truck's overwhelming value is crystal-clear. 


truck Whatever your hauling needs may be, there's a General Motors truck 


ie : that fits exactly—one that’s “engineered for the job” and therefore 
S . a more efficient worker and earner. Any GMC dealer will gladly tell 
you more or the facts will be mailed upon request. 
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GENERAL MOTORS TRUCKS and Trailers 


-ENERAL MOTORS /RUCK-COMPANY Time Payments Available Through Our Own Y. M. A. C. PONTIAC, 
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Its a well marked course that the alert shipper follows 


Every turn of the wheel is directed toward achieving those 
objectives. A lake-and-rail freight service out of the ordi 
nary has been developed as a result. 

We originated regularity of sailings—every forty-eight hours 
—-to do so. We also founded single dock overations with 
refrigeration facilities and DIRECT rail connections. 

We assumed control of our own stevedoring, eliminating 
lost motion and minimizing damage, thus reducing our 
claims year after year. 

In addition to that, every one of the five ships in the Poker 
Fleet is a modern, fast, ocean-type vessel. 

The course we steer is plainly to your advantage—Fourth 
morning arrival at Duluth and Buffalo—Third morning from 
Detroit to Duluth. 


MINNESOTA-ATLANTIC 
TRANSIT CO. 


New York Buffalo Cleveland St. Paul 
Philadelphia Detroit Duluth Minneapolis 




















